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TRAFFIC HISTORY 

The index to Volume 23 of THE TRAFFIC WORLD, 
covering the six months’ period from January to 
June (inclusive), 1919, will be mailed to subscrib- 
ers with the July 12 number of the magazine next 
week. They should watch for it and see that it is 
preserved with their copies of the publication. 

The volume is not the largest we have ever 
issued, but only two or three have been larger, 
and they only by a few pages. Without doubt, it 
has been one of the two or three most interesting 
and valuable volumes, covering, as it does, the 
period of reaction from the theory of. government 
control and operation of the carriers and the 
crystallization of the sentiment against government 
ownership or operation to the extent that either 
of those solutions of the railroad problem is not 
now regarded as at all possible. It has been a 
time, too, when the traffic man has had to be on 
the job every minute to keep in touch with con- 
stantly changing rulings and requirements, multi- 
plied by the relaxation from the necessities, real 
or fancied, of war. . 

However interesting to the traffic man and the 
student of transportation regulation has been the 
last six months’ period—or the last year and a half, 
for that matter—the next half year is likely to be 
more so. It will be the period in which our new 
policy of railroad regulation will be formed and in 
which the plans of the carriers will be made for 
the return of the roads to private control, now 
scheduled for the first of January, 1920, unless 
Congress by legislation fixes an earlier date. What- 
ever is done in the solution of the problem, it 
seems likely that there will be numerous changes, 
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necessitating, for the man whose business is traffic, 
not only a broad, general knowledge of them, but a 
more minute knowledge of the details as to prac- 
tices revised on account of them. It shall be our 
endeavor to keep our subscribers adequately and 
promptly advised both as to the broad, general 
phase of this evolution and as to the technicalities 
and details of which he must be informed. 

In this connection, perhaps, we may be _per- 
mitted to say a few words as to the way in which 
we have been covering the events leading up to the 
creation of the new railroad regulation. We have, 
by means of our news staff, kept as close as pos- 
sible to the sources of information in Washington 
and elsewhere and have given our readers, first 
hand, the benefit of all that could be learned as to 
the trend of thought and the making of plans. 
There have been hearings before Congressional 
committees on measures proposed, and there will 
be others, not only on definite measures introduced, 
but perhaps on the general subject without refer- 
ence to specific bills. All these hearings we have 
covered and shall continue to cover as no other 
publication is doing, by means of a staff representa- 
tive present all the time at each of them, who 
writes everything of importance for the benefit of 
our readers. There has been much that was in- 
teresting and valuable and there will be more of 
it. It can be obtained in no other way that we 
know of. No newspaper or other magazine is mak- 
ing anything like the effort that we are making 
to chronicle these things. We do not understand 
how anyone not a reader of this magazine can have 
any intelligent idea, for instance, as to what is be- 
ing said and thought and done about such things 
as the Poindexter bill, the Cummins bill, or the 
Esch-Pomerene bill. It is our purpose to give our 
readers all that is possible along these and similar 
lines. 


THE CUMMINS BILL 

The impression, more or less warranted, that the 
Interstate Commerce Commission is somewhat less 
than anxious for the enactment of the Cummins 
bill, restoring the Commission to its pre-war au- 
thority over rates, without waiting for the return 
of private control, seems to have caused a reversal 
of sentiment in some quarters where there was 
support for the bill, but now lukewarmness at most. 
“The Commission doesn’t want it,” they say. 

We wish to inquire what it matters whether the 
Commission “wants it” or not. In so far as the 
Commission or individual members of that body 
can point out faults in the construction of the 
measure or reasons why, as a matter of policy, it 
ought not to be enacted, what it says or its members 
say should be received with the utmost respect and 
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consideration—but with no more than would be 
given the objections of anyone else equally familiar 
with the subject. If there are faults in the con- 
struction or purpose of the bill, they will become 
apparent with such treatment. They should be cor- 
rected if possible. If there are too many of them 
to be corrected or they are of such nature that 
they cannot be corrected, then the measure should 
not pass—but it ought not to fail merely because 
it is believed that the body on which it would 
confer power does not want that power. In other 
words, the objections of commissioners, in order to 
be of force, should go to the merits of the bill and 
not be made on the score that they, for whatever 
reason, do not want the job. 

In this we do not wish to be understood as say- 
ing that the Commission is opposing the bill. We 
are familiar with Commissioner Clark’s explanation 
of his testimony. But, nevertheless, we think it 
perfectly fair to infer that the Commission—though 
it has not gone on record as a body (or at all) in 
opposition to the bill—would much prefer that for 
the rest of the period of federal control the power 
to make rates remain where it is—with the Rail- 
road Administration—to having it restored to the 
Commission before which the President would 


then appear as a suppliant when he thought more 
revenue necessary and which would then have the 


responsibility of providing for the needs of the car- 
riers under government operation. 

Our point is that the authority over rates should 
be restored at once to the Commission. It may 
be embarrassing to the Commission for a few 
months for it to have that power, but if good is to 
be accomplished there is no reason why it should 
shirk. Nor is there any reason for the Commis- 
sion or anyone else to fear that it could not meet 
that responsibility wisely. Besides, we do not see 
that there would be embarrassment, except as it 
might be considered embarrassing to be put in the 
position of possibly having to say “no” to the 
President of the United States. For that matter, 
the Commission is in that position now in the last 
resort, when President-made rates are taken to it 
on formal complaint for adjustment. No one hav- 
ing a glimmer of information as to the facts re- 
lating to the government’s operation of the rail- 
roads would regard the Commission as responsible 
for the financial plight in which the railroads might 
find themselves. The Commission, in handling the 
matter, would have to recognize the facts, such as 
wage increases, just as it had to recognize such 
facts when the roads were in the hands of their 
owners, and just as it must always take into con- 
sideration economic conditions. The uninformed 
might, of course, hold the Commission responsible 
for this, that, or the other thing—such as another 
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_ rate increase, for instance—but the Commission’s 


duty would be clear and it need not fear if it con- 
tinues to try to do the right thing. 

We say, amend the Cummins bill where it is 
wrong, or even draw a new bill if necessary, but 
give back to the Commission at once the authority 
over rates. The principle of the measure in ques- 
tion should be preserved. 


‘MAINTENANCE OF CARS 
The Trafic World Washington Bureau. 


Nearly every day the car service section of the Railroad 
Administration puts out an order directing the return to 
their home rails of freight cars bearing the numbers set 
forth in the order. Usually the order indicates that they 
are being sent home for general overhauling. There being 
no particular shortage of equipment, such orders are com- 
mon. They may be taken as indicative of a desire on the 
part of the Railroad Administration to get cars back to 
their own rails and under repairs by the time the property 
of the corporations is returned to them. ; 

Before that work is accomplished, there is reason for 
believing there will be a big question brought forward 
for the consideration of Director-General Hines. It will 
be as to whether the cars have been maintained in as good 
condition under government operation as under private. 
The law says the property of a corporation shall be re- 
turned to it in as good condition as it was when taken 
over. If it is not, then the government is to pay, in money, 
for the maintenance work it did not perform during the 
period of government control. 

The question is becoming relatively more important 
every day because the poverty of the Railroad Administra- 
tion constrained Director-General Hines to put out an 
order that maintenance work, until further order, should 
not exceed the amount done in the corresponding month of 
1918. It is notorious that during the intense fighting of 
1918, cars and engines were run until their wheels were 
ready to drop off. Only in that way could the vast ton- 
nage required by the armies be got to the front. If no 
more is spent on cars now than there was then, it is the 
impression of men in the Railroad Administration that 
the cars, when returned to their owners, will not be in as 
good condition as they were when received. It is the 
general impression«that cars are not in as good condition 
now as they.were in the fall and early winter of 1917. 
As to engines, the impression is that Frank McManamy 
has been able to keep them up in good condition. 

The big query is as to how the question of condition in 
1917 and condition in 1919 is to be answered. The govern- 
ment did not enter into any stipulation as to the condi- 
tion of the cars when they were taken over. There is, 
therefore, nothing even so definite as a lot of words on 
paper to be used as the standard for comparison. When 
a man rents a furnished house, it is the custom to agree 
in writing as to the condition of each article of furniture 
so that when the lease comes to an end there will be some- 
thing definite on which to base comparisons. But the 
parties to the contract between the government and the 
railroads have nothing of that kind. 

Director-General Hines, in explanation of his order to 
hold down maintenance, referred to the outdoor work that 
was done in the good weather last winter. Obviously he 
was referring to work charged under items pertaining to 
way and structures and not to maintenance work on equip- 
ment, which is, generally speaking, done under roof, re- 
gardless of ordinary weather conditions. He has never said 
anything about maintenance of equipment, hence the sus- 
picion that,-in a few weeks or months, at the outside, 
that question will be one of public notoriety. It is now 
more or less under cover. However, as cars begin reach- 
ing their home rails, reports by corporation officials, it is 
believed, will set up the claim that certain designated 
cars were returned in bad condition, in comparison with 
what they were when they passed into the possession of 
the government. As to thousands of cars, reports of that 
kind will not be strictly possible, because the cars were 
not on home rails when taken over. 
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|Current Topics 
in Washington 


Advance in Rates Expected. — It 
seems impossible for the man who has 
been listening to the testimcny on 
the Cummins bill, restoring the power 
of the Commission to ante-bellum 
power over proposals to increase 
rates, to believe that another big in- 
crease in rates is not near at hand. 
The subject is being discussed just as 
if the decision had been made. The 
vigor with which Director-General 
Hines oppesed the Cummins bill, the 
emphasis with which Clifford Thorne 
advocated it, and the way Commis- 
sioner Clark handled it, taken together, constitute what 
those not in the confidence of Director-General Hines in- 
dications that the increase is coming soon. It is suggested 
that if the Director-General were not almost persuaded 
that he will have to make another advance, he would 
not care what authority the Commission had over pro- 
posals of that kind. His opposition, it is submitted, is 
logical only on the ground that he thinks he should not 
be hampered, even a little, when he gets ready to move. 
His. observation that the Railroad Administration and the 
Commission are on the best of terms and that they con- 
fer on rate matters, has been interpreted as meaning 
that he would not think of making an advance without 
first consulting the Commissicn, even if he did not submit 
the tariffs to it for action by it prior to ordering the 
higher rates into effect. Clifford Thorne has always been 
of the opinion that the public generally, instead of only 
the shippers, should stand the expense of increased trans- 
portation costs. He made that position plain long ago, in 
the 15 per cent case. Shippers of corn, wheat and other 
farm products do not pass on to others increased freight 
rates. The wheat grower pays the freight to the primary 
market. The cattle raiser does likewise. The price of 
middling cotton in the black belt of Louisiana is the price 
cn New Orleans Cotton Exchange, minus the cost of freight 
and insurance to get it to the port. Thorne represents, 
in addition to farmers and cattle raisers, petroleum pro- 
ducers. They, too, stand the cost of getting their product 
to market, whether it is sent by pipe line or by tank car. 
They <ell f. o. b. destination, even when they prepay the 
freight rates, because the big market exchange quotations 
are for commodities on which prices are quoted at the 
plec2 of quotation. Iron and steel are sold on the 
basis of Pittsburgh—that is to say, the price of getting 
the iron or steel to the point of consumption is the freight 
rate from Pittsburgh to that place, plus the cost at Pitts- 
burgh. On percentage advances in rates, therefore, clients 
of men like Thorne suffer a greater loss in dollars and 
cents than those at or near the big markets, although the 
percentage of increase is the same. 


The Poindexter Bill.—Postponement of action on the 
Poindexter bill, establishing a rigid long and short haul 
rule, by the Senate committee on interstate commerce, 
has heartened those who felt the action of the committee 
at the last session meant legislation early in this one. 
They feel that postponement until the committee takes 
up general railroad legislation means at least that the 
subject is going to receive careful consideration. The 
favorable report at the last session was made in the 
last days, in the hurly-burly of a filibuster, which caused 
the failure of half a dozen of the big appropriation bills. 
Opponents of the rule, at this session, have made an 
organized fight. They have tried to point out that, even 
if there is an injustice to the inter-mountain country, it is 
not as great as to other intermediate points, and if there 
is such great injustice, the intermediate points other than 
those in the inter-mountain country, generally speaking, 
have not discovered the fact. They argue to that effect 
because there have been few objectors from the interior 
country, especially from the Southeast. That section is 
the one in which relief from the long and short haul rule 
of the fourth section has been most frequently requested. 
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The personnel of the committee has been changed since the 
making of the report recommending the passage of the bill. 
It is, therefore, not safe to conclude that any Senator 
has changed his mind, even if it be assumed that a vote 
to pcstpone consideration until the general subject is 
taken up, is indication of a change of mind. The pro- 
ponents of the bill are not prepared to say that postpone- 
ment means that the committee has changed its mind. 
They prefer to regard it as being nothing more than it 
purporis to be—a decision that action on that important 
matter had better be deferred to the time when the whole 
subject of railroad regulation is under scrutiny. 

Billi of Lading Lore.—If Francis B. James and others 
who helped produce the Pomerene bill of lading law keep 
on, it may be guggested, Commissioner Woolley and 
Attorney-Examiner C. R. Marshall will be driven to such 
a study of the decisions of Lords Holt and Mansfield 
that they will know more about what those worthies 
did to create the common law than even the best of com- 
mon law practitioners. It was Holt who laid down the 
proposition that common carriers must also be insurers 
of goods entrusted to them for transportation else they 
could put up jobs on the merchants whereby they would 
be “robbed” on the road and the shipper left without either 
goods cr money. Mansfield applied the Holt theory, which 
apparently was only dictum when Holt enunciated it. 
Mansfield had a concrete case when a freight house was 
burned by taking fire from a building nearby. The evi- 
dence clearly showed that the carrier had done everything 
possible to prevent his warehouse from going up in smoke, 
but he could not. Lord Mansfield admitted that it was 
hard fortune, but, from what he said, it is inferred that 
he saw that public policy made it desirable, inasmuch as 
parliament was not likely to legislate, to hold the carrie: 
responsible for the goods in the freight house. He told 
the carrier that it was not a question of negligence at all— 
that the law made him an insurer of goods, the inference 
being that it was his business to. charge rates high enough 
to cover the fire hazard. Commissioner Woolley quoted 
Holt, but according to men who think like James, he did 
not pay enough attention to what Pomerene, James and 
Williston (the latter being the draftsman for legislation 
proposed by the American Bar Association) had written 
into the revised statutes of the United States, hence their 
suggestion that Mr. Woolley try again on his task of pre- 
scribing forms of bills of lading. 


The Revolving Fund AppropriationWere Secretary 
Glass and Treasurer Burke irclined to be _ technical, 
Director-General Hines would probably not obtain any 
part of the $750,000,000 voted for his relief in the special 
revolving fund bill, signed by the President at sea, June 
30, until after the President or the courier who took the 
bill to Brest returned to Washington with the signed copy 
of the law. The Secretary of State is the official cus- 
todian of the laws of the United States. There is nothing 
in his possession now to show that Congress has made 
an appropriation of $750,000,000 for the benefit of the 
Railroad Administration. Secretary Tumulty is the only 
man who professes to know that the bill has been signed. 
He really does not know whether it has or has not been 
signed. A wireless operator gave him a slip of paper 
announcing the signature. The wireless operator could 
write such a message, if he desired to “start something,” 
without even having listened to what the operator at the 
other end was saying. In fact, he could have written out 
such a message as he handed to Tumulty without having 
heard anything. Even if he did receive such a message, 
Glass and Burke cannot know whether the operator at the 
other end was telling the truth. The message, as started, 
may have said the President had “not” signed. Such 
“bulls” on the part of operators are not unknown. The 
Interstate Commerce Commission, less than four years ago, 
had to deal with a case caused by the fact that a tele- 
graph operator left out the sign of negation that the 
sender of the telegram had written in. But, it is believed, 
Glass will take a chance. As a matter of fact, John Burke, 
the treasurer of the United States, a subordinate of Secre- 
tary Glass, is the one who takes the chance. It is his 
bondsmen who would have to make good if the message 
Tumulty received was a fake. 


Nothing New, After All.—For the consideration of those 
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who think the world war just ended has created a new 
era, or will radically change the habits and thoughts of 
mankind, a fact brought out at the hearing and argument 
on the application of the Arkansas & Louisiana Midland 
may be set forth. Away back in January, 1862, the Con- 
gress of the United States enacted a law relating to the 
“control, use and possession” of railroads taken by the 
President under his power as commander-in-chief. The 
fact that there was such a statute was brought out by 
John S. Burchmore. It is to be found in 12th Statutes at 
Large, page 334, and the enactment may be in force now. 
The ideas then were not so different from those prevailing 
in 1918, when the present “use and control” statute was 
enacted. There was also a statute, enacted during the 
Civil War, authorizing the President, “in time of war” to 
seize railroads. President Wilson might have acted under 
it in 1917. Instead, however, of depending on that statute, 
Congress, in August, 1916, passed another act and it was 
under that that President Wilson acted. The thought is 
that inasmuch as the Greek republics or democracies had 
direct primaries or elections without the intervention of 
electors chosen by voters, and that the initiative and 
referendum was in use among some of the tribes that upset 
the Roman Empire and gave Gaul and Britain new names, 
the believers in the “new era” and radically different 
thoughts and habits idea might profit by a larger acquain- 
tance with history, especially in view of the fact that 
the control statute of 1862 is now brought forward for 
comparison with the supposedly wholly new legislation 
under which the Railroad Administration is now oper- 
ating. Mr. Burchmore, in thus bringing forward that fact, 
it is suggested, may have rendered a disservice to those 
who have been walking around with their eyes cast to the 
zenith, singing that the world war had created a new 
order of things. 


Consolidated Classification—There is a notion now 
among those interested in the Consolidated Classification 
case that the Commission’s decision in that matter may 
not come down until after the summer recess. The gov- 
ernment printing office, at times, appears to be almost as 
badly demoralized as the industrial establishments of 
northern France, so that even if the Commission had its 
decision ready for submission to the printer, which it is 
believed it has not, it would be physically impossible to 
get out the report before the middle of July. Commis- 
sioners about that time begin taking vacations, and the 
holding of conferences is suspended for three or four 
weeks. A report from the Commission in September would 
enable the Railroad Administration to make the new classi- 
fication operative about Thanksgiving Day. Inasmuch as 
the beginning of the calendar and fiscal years are popu- 
lar days for beginning things, the Railroad Administration 
might put off the operative date to January 1 next. Some 
of its traffic men thought it would be possible to make it 
effective January 1 last. Prior to the submission of the 
subject to the Commission, there was an idea that it 
could be made operative about September 1, 1918. Director- 
General McAdoo thought the work could be done in three 
or four months. The classification men in the Commission 
thought the work could be done in ten months. The first 
anniversary of the first hearing on the subject will be 
here, August 1. The subject had then been under active 
consideration for at least three moiths. 

A. E. H. 


PLAN FOR GRAIN CONTROL 
The Trafic World Washington Bureau. 


Machinery for the use of the permit-to-ship system in 
handling grain has been completed by Director-General 
Hines and will be put into operation when necessary. 

Walker D. Hines, Director-General of Railroads, June 
27 authorized the following: 


“The organization of the necessary machinery for the 
permit system on grain has been perfected and the system 
will be put into effect as soon as it appears to be necessary 
to prevent the clogging of the railroads which has fre- 
quently occurred in the past with resulting loss to farmers 
and grain dealers. In no other way can the railroads be 
used to their maximum capacity in times of heavy business. 
Without such control consignors will load more grain than 
can be taken by consignees and thus loaded cars will 
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accumulate to such a point as seriously to obstruct trans- 
portation, create car shortages and produce widespread 
inconvenience. Public announcement will be made before 
the system actually is put into effect. 

“The following plan has been adopted: Grain Control 
Committees will be appointed in each of the following 
primary markets: Duluth, including Superior, Minne- 
apolis, including St. Paul, Milwaukee, Chicago, Peoria, St. 
Louis, including East St. Louis, Kansas City, St. Joseph, 
Omaha, including Council Bluffs, Detroit, Toledo, Cleve- 
land, Cincinnati, Indianapolis, Wichita, and Fort Worth. 
Each Committee will consist of three members, two rep- 
resenting the Railroad Administration and one the Trans- 
portation Division of the United States Grain Corporation. 

“In lieu of the individual permit system that obtained 
last year, and which will only be continued this year on 
a portion of the traffic, a so-called ‘blanket permit system’ 
will be put into operation this year, at least at the outset, 
and until it may develop that this plan does not accomplish 
the desired purpose. 

“The ‘blanket permit system’ will obtain in connection 
with the transportation of grain from country stations 
to the primary markets therein specified, while the ‘indi- 
vidual permit system’ will be continued only in connection 
with the movement of grain between the primary markets 
referred to; in other words, grain that originates at one 
of these primary markets and is consigned for delivery 
at another of the primary markets. It will also be con- 
tinued on grain originating at these primary markets and 
at country stations, when consigned to Atlantic or Gulf 
seaports. 

“The ‘individual permit system’ contemplates that before 
a shipper of grain may load a car, he shall first have 
secured an individual transportation permit from the 
Grain Control Committee at the market involved, which 
permit becomes the authority of the railroad agent at 
point of origin to allow the loading and forwarding of 
the shipment. 

“The ‘blanket permit system’ contemplates that permits 
shall be issued by the Grain Control Committees directly 
to the individual railroads and not to shippers. Each 
Grain Control Committee will ascertain the number of 
earloads of grain its market can daily absorb, based on 
storage capacity, prospective out-shipments, track capacity, 
ete., and will then allocate this number among the different 
lines serving the market on a fair and equitable basis, 
due consideration also being given in the distribution to 
connecting lines whose own rails do not reach the market 
directly. Under this plan, each railroad will only be 
permitted to load daily the number of carloads prescribed 
by the Committee, and each railroad will be expected to 
distribute its loading as between its shippers in as fair a 
manner as possible. 

“This plan will obviate the necessity for individual per- 
mits to shippers for the transportation of grain from 
country stations to these interior primary or terminal 
markets, and should tend to eliminate to a very large 
degree any grounds for complaints from shippers of delays 
that were received to some extent last season, when the 
individual permit plan was in effect. Under the blanket 
permit: system, the producer will apply to the local agent 
on his railroad in the same manner as he would do were 
the permit system not in effect. 

“The circumstances surrounding transportation between 
markets and also to seaports are so different from the 
circumstances attending the ‘gathering service’ from coun- 
try stations to primary markets that to extend the ‘blanket 
system’ to include this transportation, would not effect 
the proper results. This tonnage is usually offered in 
large lots by comparatively few shippers, and in the case 
of seaboard traffic is subject to individual steamship con- 
tracts, which contracts are confirmed by proper railroad 
authorities before the permits are issued. 

“At a conference in New York on the 10th of this month, 
at which all grain interests were represented—the producer, 
the country elevator operator, the miller, the dealer, the 
terminal elevator operator and the exporter—it was unami- 
mously agreed that some control of transportation of 
grain would be necessary this coming season if the maxi- 
mum efficiency of transportation facilities were to be at- 
tained and the interests of the shipping public conserved, 
and the plan as above outlined seemed to meet with the 
approval of at least the majority of the representation 
present.” 
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Decisions of Interstate Commerce Commission 


RATES ON COAL 


An order of the Commission, apparently framed to help 
the Railroad Administration carry out its order directing 
that freight be transported via the shortest routes, has 
been put out in No. 8106, Continental Coal Corporation vs. 
L. & N. et al., opinion No. 5764, 530, I. C. C. 377-82. The 
order directs the defendants, other than the Western & 
Atlantic, to establish, on or before Sept. 12, on statuatory 
notice, rates on coal, from Castro, Cary, Straight Creek, 
Arjay, Glendon and Wallsend, Ky., to Chattanooga, Richard 
and Sherwood, Tenn., not exceeding by more than twenty 
cents a ton the rates on like traffic from mines on the 
Stony Fork branch of the L. & N. to the same destinations. 

This order is unlike any other that has ever been issued 
by the Commission, in that it is limited to the period of 
federal control not exceeding two years. The reason for 
that limitation is obvious as soon as one takes a look at 
two maps made a part of the report. The maps show a 
route from the mines on the Stony Fork branch to Chat- 
tanooga, 374 miles long, while the short line mileage is 
196 miles. That long route is open, but application of the 
increase allowed on coal to each component of the combi- 
nations has raised rates on coal to a high level enabling the 
long route to be used. Over the route giving the L. & N. 
the long haul in connection with the Western & Atlantic, 
coal is hauled north to Corbin, Ky., then south clear 
across Tennessee, forty or fifty miles into Georgia and 
thence north to Chattanooga, the route, as before stated, 
being 374 miles long. The short line mileage via Middles- 
boro, Ky., which would short haul the L. & N., is only 
196 miles. Another route via Harriman is only 216 miles 
long. 


The Commission found that the rates, during federal 
control, would be relatively unreasonable, unjust, and un- 
duly prejudicial and prescribed the rates hereinbefore men- 
tioned. It also said, in the report, but not in the order, 
that the route via Cartersville, Ga., the one 3874 miles 
long, is “unreasonably long” and by exempting the Western 
& Atlantic from compliance with the order, it undertakes 
to close that route. In the report, the Commission re- 
marked that the “carriers under federal control have been 
directed to handle shipments via the shortest available 
routes.” At the hearing the L. & N. contended that it is 
entitled to haul over the Cartersville route. 

The Commission’s limitation of the order to the period 
of federal control, leaves that question open when the 
roads are restored to their owners. 


GRAIN CAR DISTRIBUTION 


The “past performance rule” for the distribution of 
grain cars, prescribed by the Nebraska commission, is 
condemned in the Commission’s report, written by Com- 
missioner McChord, in No. 10069, Tanner & Co., et al., vs. 
Cc. B. & Q., et al., opinion No. 5769, 53 I. C. C. 401-11, 
as unduly prejudicial. The carriers, however, are not re- 
quired to do anything, because the Director-General was 
not made a party to the case. The complaint, therefore, 
has been dismissed. The Nebraska commission may change 
its rule, if it desires, but unless, and until the Director- 
General is made a party to the proceeding, no order may 
be made against the carriers. Inasmuch as the grain ship- 
ping season soon will be at its height, a change in rule, 
to be effective this season, will have to be made quickly. 

Commissioner Eastman filed a dissent. He said that, 
while the federal commission has the power to change the 
rule, he has no doubt the Nebraska commission is as well 
qualified to determine wisely what rule for the allotment 
of cars among individual shippers at stations in Nebraska 
is best adapted to local needs, and to administer and enforce 
the rule when once it is determined upon. 

“T am unable to believe that any important useful pur- 
pose will be served by overruling the views of the local 
tribunal in a case of this sort,” said Mr. Eastman. In 
another part of his short and pointed dissent, he said: “It 
is highly desirable, if undue centralization and concentra- 
tion of governmental powers in Washington are to be 
avoided, that every question should be left to the disposi- 


tion of state authorities which can reasonably and with 
a proper regard for the general public interest be dealt 
with im that way. Nothing is more objectionable than 
to require the people of this country continually to resort 
to Washington for the decision of questions which are 
only or chiefly of local concern.” 

Commissioner McChord, in the report of the Commission, 
said there was no question about the rule governing the 
allotment of cars to different divisions on the Burlington. 

The only question was as to how the cars should be 
distributed after the particular station on. a particular 
division. The Nebraska rule is that the allotment shall 
be made in accordance with the performance of the com- 
peting elevators in the preceding year. 

As Mr. McChord remarked, the question was not a new 
one to the Commission. In two prior cases it had held 
that the prior performance rule is not a good one. The 
“ready to ship rule’ was approved. That rule takes into 
consideration the amount of grain each shipper is ready 
to load at the time of the shortage, rather than the 
performance of a shipper in the preceding year, regard 
being had for the rights of the small shipper. In most 
of the states the rule in effect recognizes the principle, 
announced by the Commission in the two prior cases, 
29 I. C. C. 396 and 47 I. C. C. 475, that the amount 
of grain on hand conveniently located for prompt loading, 
as the basis for car distribution between individuals. 

Commissioner Eastman, in his dissent, remarked that 
shippers in Kansas or Minnesota, or in any other part of 
the country, are in no way prejudiced by the fact that 
a different rule for distribution between individuals exists 
in Nebraska than exists in their own state, when no ques- 
tion is raised as to distribution of cars between different 
divisions of a railroad serving two or more states. 

“Even assuming that the Nebraska commission has seen 
fit to adopt a rule which differs in some respects from 
what we should be at this distance, disposed to originate 
upon the evidence at our command, I can still see no 
reason why we should substitute our judgment for the 
judgment of the state commission,” said the dissenting 
Commissioner. That declaration precedes the one con- 
cerning undue centralization in Washington, indicating 
that he considers it is some importance to leave some- 
thing for the determination of local authorities which 
may be expected to have a more accurate view of local 
conditions than men in Washington. 


LATE DECISIONS 


The Trafic World Washington Bureau. 


The Commission has dismissed No. 9908, Allegheny Ore 
and Iron Company et al. vs. C. & O., holding that increases 
in rates on coke from West Virginia ovens on C. & O. and 
N. & W. had been justified. The increases attacked are 
those made April 1, 1917. 

Holding that it had not jurisdiction over rules and 
regulations as to reduced fares granted to soldiers and 
sailors on furlough, and denying them to those on liberty 
or short-term passes, the Commission has dismissed No. 
10250, William E. Golden vs. Hines. Golden is a Chicago 
civilian, whose interest did not appear in his complaint, 
charging that the restriction was an unjust discrimina- 
tion against soldiers and sailors on short leave. 


RATES ON COAL 


The Trafic World Washington Bureau. 


In a tentative report on No. 10431, Diamond Alkali Co. 
vs. Buffalo, Rochester & Pittsburgh et al., Examiner 
George F. Graham recommends a dismissal on the ground 
that the complainant had not shown the rates on coal 
from Cowan, Pa., to Alkali to be unreasonable, unduly 
prejudicial or in violation of the fourth section. 

The complainant receives coal on the Fairport, Paines- 
ville & Eastern, which the trunk lines have never recog- 
nized aS a common carrier connection. The question as 
to whether Alkali is entitled to the Fairport basis is to 
be settled in a case directly involving that and that only. 

The testimony showed that the coal in question, before 
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the establishment of a joint rate, was carried on a com- 
bination of locals, from Cowan to Butler, that had never 
been filed either with the Pennsylvania or federal com- 
mission, and from Butler to Painesville, where it was 
turned over to the industrial road. The report says the 
complainant contended that because the joint rate was in 
excess of the combination of intermediates, the fourth sec- 
tion was violated. Graham pointed out, however, that one 
local was not subject to the act to regulate commerce, and 
the through combination, therefore, could not be in viola- 
tion of the aggregate of intermediates part of the fourth 
section. 


JURISDICTION CHALLENGED 


The Trafic World Washington Burea:. 


A formal challenge of the jurisdiction of the Interstate 
Commerce Commission was made June 27, when a board 
of referees composed of Commissioner McChord, Chief 
Counsel Farrell, and Examiner Hagerty began its hearings 
on the application of the Arkansas & Louisiana Midland, to 
have its compensation, under the federal control law, fixed 
by the Commission. The challenge was made by Alex- 
ander Koplin, appearing for the Railroad Administration, 
which contended before the board, as well as in the 
preliminary hearing before the Commission, that the 
Arkansas & Louisana Midland was never under federal 
control, or if it was, it was not damaged by that fact, 
and that therefore the Commission is not empowered to 
{x compensation for it. 

Commissioner McChord announced that the question of 
jurisdiction would be taken under advisement and disposed 
of after the board and the Commission had learned the 
facts. . 

At the first session in the afternoon of June 27, John 
S. Burchmore, for the applicant, put into the record, papers 
and documents submitted at the hearing before the Com- 
mission and called on Mr. Koplin to furnish copies of 
letters covering the period when the short lines were in 
the now-you-ste-it-now-you-don’t situation which the Rail- 
road Administration thought it terminated on June 29, 
1918 by means of a circular letter telling them that while 
there might be doubt as to whether they were ever under 
federal control, they were advised by that letter that the 
President had relinquished them. 

Mr. Burchmore had to take the stand as a witness to 
put in the letters and documents because E. Ford, presi- 
dent of the company, was unable to reach the city on 
account of a washout on one of the southern roads, until 
late on that day. Mr. Koplin entered objections at many 
points but Commissioner McChord admitted the documents 
and letters for what they were worth. 


On June 28 President Ford was put on the stand to 
back up his petition in behalf of the company for com- 
pensation. He figured that the road, which is something 
over 100 miles long, should have an annual compensation 
of between $85,000 and $90,000 because, if the Railroad 
Administration had not interfered with the property by 
diverting freight routed via its line and if the war indus- 
tries board had not prevented the establishment of in- 
dustries on its rails, its earnings would probably have 
been that much. 


Because Mr. Koplin put into the record a letter written 
to John Barton Payne by Mr. Ford, tending to show that 
Mr. Ford had considered the acceptance of a short line 
contract, the witness told, with all the details, of an 
interview between himself and Mr. Payne, in which Ford 
assured the chief law officers of the Railroad Administra- 
tion that he would not consider anything other than a 
standard compensation contract for his road. He said 
the letter which Mr. Koplin had put into the record was 
merely a polite assurance that when Mr. Payne sent along 
the contract, the terms of which had not been framed at 
the time of the interview, it would be considered. Mr. 
Ford testified that he told Mr. Payne, with much emphasis, 
that he would not buy a pig in a poke, which is what 
he considered he was being asked to do, when at that 
interview. Mr. Payne suggested the acceptance of the 
“modified” or short line contract. 

The board of referees listened to arguments on June 30 
as to its duty under the task that has been laid upon it. 
The arguments were made by John S. Burchmore for the 
applicant, and Alex Koplin for the Railroad Administration. 

In essence, Mr. Koplin seemed to contend that the board 
is limited in making an award, assuming that it has jur- 
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isdiction at all, to the maximum stated in the first sec- 
tion of the control act, namely, the average net railway 
operating income for the three year period ended with 
June 30, 1917; that it’ cannot, as can the President, make 
an award of compensation on account of abnormal or sub- 
normal conditions. Inasmuch as the road is a com- 
paratively recent consolidation and has had no net income, 
such a construction would leave it without possibility of 
compensation, if the board determined that the notices of 
taking, received by it, really amounted to a taking within 
the meaning of the statute authorizing the President to 
seize common carrier property. 

In behalf of the railroad, Mr. Burchmore argued that the 
third section of the federal control act, creating the boards 
of referees, contemplated just compensation in the mean- 
ing of those words in the constitution, and within the 
meaning of the constitutional provision as laid down in 
Monongahela Navigation Company vs. U. S., 148, U. S., 312. 
He said the board is to make its award just as if it were 
sitting as a court and to make up a record which will 
enable the courts to have before them a full history of the 
transactions, so that the compensation awarded will be 
that which is contemplated when the government takes 
the property of a citizen for a public military use. He 
said there is no question about the right of the govern- 
ment, for war purposes to take property without a 
thought of taking the fee, as in eminent domain pro- 
ceedings, under an implied contract, not sounding in tort, 
of which the court of claims will take cognizance in deal- 
ing with the question of compensation. He said that the 
first section deals only with compensation fixed by bar- 
gaining. The average of the net operating income is 
the maximum that can be awarded in a bargain between 
the President and the carrier, but that in this case the 
essential fact is that no bargain has been made, the Rail- 
road Administration claiming that the President had not 
taken the property, and that, therefore, no compensation 
is due. 


FEDERAL HIGHWAY DEPARTMENT 


The Trafic World Washington Bureau. 


Representative Osborne, of California, has introduced a 
bill providing for the establishment of a Department of 
Federal Highways to provide a connected system of na- 
tional highways, to comprise not less than three main 
trunk-line roads from the Atlantic Ocean to the Pacific 
Ocean and not less than four main trunk-line roads from 
the northern boundary to the southern boundary of the 
United States and not less than two main trunk-line roads 
in each state, together with intersecting roads uniting and 
connecting. the national highway system. 

The bill provides that the Department of Federal High- 
ways shall be presided over by a secretary to be appointed 
by the President, and that the President may appoint 
an assistant secretary. The salary for the secretary would 
be $15,000 and the assistant, $10,000. 


Appropriation of $1,700,000,000 is provided in the bill, 
$100,000,000 to become available on the passage of the act, 
200,000,000 for the fiscal year beginning July 1, 1920, and 
$200,000,000 for each of the seven succeeding fiscal years. 

Senator Newberry recently introduced a similar bill in 
the Senate and a bill identical with Senator Newberry’s 
bill was introduced in the House by Representative Slemp. 


MISSISSIPPI RIVER BARGES 


The Trafic World Washington Bureau. 


The first of the new steel cargo barges under construc- 
tion for the Railroad Administration, for service on the 
lower Mississippi River, between St. Louis and New Or- 
leans, was launched by the American Bridge Company 
of Pittsburgh, June 26. Following are the dimensions of 
the barge: Length on deck, 230 feet; beam molded, 45 
feet; depth molded, 11 feet; length of cargo box, 184 feet; 
width of cargo box, 37 feet; depth of cargo box from 
main deck, 9 feet; cargo capacity, 2,000 tons. 

This is one of forty similar barges (American Bridge 
Company, 25; Dravo Contracting Company, 15) under con- 
tract for lower Mississippi River service. The American 
Bridge Company has advised the Railroad Administration 
that the program of launchings calls for one barge every 
two weeks, and actual delivery for operation by the Missis- 
sippi River section will be thirty days after the date of 
launching. 
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SAILINGS OF VESSELS 


The Traffic World Washington Bureau. 


TRAFFIC WORLD 


The United States Shipping Board has issued the following allccation lists: 


‘ 
Steamer. D. W. 
West Lashaway 


Benoni 


Boston Bridge 
Changes: 
Wauconda 
Ex. 
Nevada (Dane) 
Ex list No. 82. 
Monticello 


Loading 
Port. 
New York 
New York 
New York 
New York 
Baltimore 


Savannah 


NO. 89. 


Destination. Cargo. 
West Africa General 
Greece & Adri- G. C. Liner 


atic ports 
North Africa G. C. Liner 


Levant General 
Liverpool Barley 


Havre Cotton 


Ex. list No. 72, substituting Ashbee, List No. 79. 


Lake Freed 
Ex. list No. 82. 


4160 


Lake Gradan ) 
Columbine (W.)...... 3500 
Glendoyle 

Belgrade (W.) 

Englewood 

POMC JUGHR 2.6 cccces 
Guaro 


Arado (W.) 

Changes: 
Osterland (Swede)... 

Ex. list No. 85. 
Lake Frenchton 

Ex. list No. 58. 
Oconee 

Ex. list No. 
Cornucopia 

Ex. list No. 
Lake Fresco 

Ex. list No. 
Steadfast 

Ex. list No. 82. 
Dubhe (Dutch) re 

Ex. list No. 87. 
Lake Festina 
West Catanace 
Knoxville 
Wisconsin Bridge 
Bonnafon (W.) 

Ex. list No. 82. 

Notation: 


Eastern Star 
Lake Lillian 
Lake Frecks 
(Sub. Lake Festina, Ex. 
Jacona 
Nedmac 
Saco 
Henry Clay 
Changes: 
Castle Point 


Thelma (Norw.) 
Eastern Sun 


Westwoced 


Shaume 
Redondo 


Columbia 
Kuwa (Comp.) 


Panga (W.) 


3500 
(Sub. Moraine, List No. 61.) 


Ice King (refrig.).... 6103 
Changes: 
East Port 
Ex. list No. 67. 
SAMRtOWSM. 2 02<0:66 
Ex. list No. 73. 
Moraine 
Notation: 
Moss Point 


Mt. Vernon Bridge... 5075 


Galahad 8800 


No. 


Boston 


Philadelphia Houston, 
Hamp. Rds. Copenhagen 


Baltimore 
Hamp. 
New York 


Santo Dom. 


Baltimore 
Norfolk 


Port 
Tex. 


Philadelphia 


New York 
Boston 
Montreal 


New York 


Philadelphia 


No. 
No. 
No. 
No. 


list 
list 


Ex. 
Ex. 
Ex. list 
Ex. l'st 
Norfolk 


Rds. 


Arth’r, 


3arley and 
general 


NO. 90. 


General 
Coal 

Army cargo 
Coal 
General 
Sugar 

Coal 


Glasgow 


Tex. 


San Francisco 

Callao 

Rotterdam 

Marseilles 

Civita Veochio, 
Italy 

London 


Plate 


Lumber 
Case oil 
Houston, Tex. General 
Rotterdam General 
Liverpool Provisions 
uw. ie General 
Havre Wheat 
Rotterdam Coal 


78—Allocation cancelled. 


75—Cancelled. 


73—Cancelled. 


63—Cancelled. 


London Lumber 


Loading 

date. Managers. 
First half July Oriental Nav. Co. 
Last half July Phelps Bros. 
Last half July James W. Elwell 
Last half June American Line 
Owners 
v. 2... B. 


Munson §S.S. Line 


Prompt 
Last half June 
Early July 


Prompt West India S.S. Co. 
Prompt J. A. Elliott & Co. 

Prompt Amer. Haw. S.S. Co. 
End June Independent S.S. Co. 
Middle July Cosmop. Shpg. Co. 

Early July Amer. Haw. S8.S. Co. 
Prompt Amer. Haw. S.S. Co. 


Early July Wolvin Line 


Prompt Owners 
Munson §.S8. Line 
U, & &.. B. 


J. W. Elwell & Co. 


June 27 
Late June 
Prompt 
Munson S§S.S8S. Line 
M. H. Tracy & Co. 
wv. 8. 8. B, 


Last half June 
Prompt 


Prompt 


Early July Southern S.S. Co. 


7A 


Operators. 
A. H. Bull & Co. 
Phelps Bros. 
James W. Elwell 
Independent S.S. Co. 
Wilbur F. Spice 
Strachan S. B. Co. 


John S. Emery & Co. 


West India S.S. Co. 
J. A. Elliott & Co. 
Amer. Haw. S8S.S. Co. 
Independent S.S. Co. 
Cosmop. Shpg. Co. 
Amer. Haw. S.S. Co? 
Amer. Haw. S.S. Co. 
Wolvin Line 

J. F. Whitney & Co. 
Munson §.8. Line 
Cosmop. Shpg. Co. 
J. W. Elwell & Co. 
Munson §.S8. Line 

M. H. Tracy & Co. 


A. D. Cummins & Co. 


McDonald & Truda 


List No. 73—Loadiig port changed from New Orleans to Gulfport; remains N. O. & South Ameri- 
can Line management and operation. ¢ 
List No. 76—Destiraation changed from Copenhagen to Frederecia, Denmark. 


Jacksonville Denmark 


Fernandina 
Norfolk 

78.) 
New York 


Philadelphia Buenos Aires 


N. Orleans 
New York 


Remains Wessel, Duval & Co. management. 
uo 


Hamp. 
Mobile 


Norfolk 
New York 
Savannah 
New York 
N. Orleans 
N. Orleans 
Gulfport 
New York 


N. Orleans 


Hamp. Rds. 
list No. 


Ex. 


List No. 74—Loading port changed from New Orleans to Pensacola. 


Jacksonville 


New York 


Rds. 


NO. 91. 


Phosphate 
Ph'sph’te trade 
Liverpool 


General 
yeneral 
General 

G. C. Liner 


Plate 
Glasgow 
London 
Transport Co. 
NO. 92. 


hid 


W. Indies trade 
Liverpool Cotton and 
naval stores 
Cattle, cars 


General 


La _ Pallice 
Bahia Blanca 
Bristol 
peanut ml. 
Swiss 
General 
Cot’ns’d m’l 
or palm ker. 
Lumber 


Swiss Relief 
ww. G..B,. & 
Liverpool 

Montevideo 
Rotterdam Froz. meats 
Glasgow General 
Marseilles Coal 


61—Allocation cancelled. 


American S.S. Co. 
NO. 93. 


Denmark Phosphate 


Cottons’d or Early July 


W. R. Grace & Co. 


Prompt 
A. H. Bull & Co. 


End June 


Tan. extract Last half June Crowell & Thurlow 


S. Atl. Mar. Corp. 
Int. French Corp. 
Earn Line 

Atlantic Transp. Co. 


Early July 
Middle July 
First July 

Middle July 


Withdraw operation assigning 


Owners 
Amer. Haw. S.S. Co. 


A. D. Cummins & Co. 
Munson SS. Line 
Amer. Hav. S.S. Co. 


Prompt Phelps Bros. 
Early July N. O. & S. A. Line. 
Last half June United Fruit Co. 


J. F. Whitney & Co. 


Prompt 
Early July 


June 22-26 
Early July 


Late June 
Prompt Cosmop. S.S. Co. 
Last half July Kerr S.S. Co. 


Prompt J. W. Elwell & Co. 


First half July Moore & McCormack 


Glasgow 


G. C. Liner Early July 


American Line 


W. R. Grace & Co. 
A. H. Bull & Co. 
Barber S.S. Lines Inc. 


S. Atl. Mar. Corp. 
Int. French Corp. 
Kerr S.S. Co. 
Atlantic Transp. Co. 


to Metal 


American 


West India S.S. Co. 

Van Heynigan Broker- 
age Co. 

. 6. =. oe 

Munson §.S. Line 

Strachan Shpg. Co. 


Phelps Bros. 

N. O. & S. A. Line. 
Texas T. @ T. Co: 
J. F. Whitney & Co. 
Cosmop. S.S. Co. 
Kerr S.S. Co. 


J. W. Elwell & Co. 


Remains New Orleans & So. 
management; John M. Merritt & Co. assigned for operation. 


Moore & McCormack 
American Line 


Calvert 6200 Baltimore 
Substituting Glendoyle, Ex. List No. 
Willimantic 7604 New York 
Sacarappa 7500 N. Orleans 
West Loquassuck.... 8679 Portl'nd, Me, 


Amer. Haw. S.S. Wo. 


Oriental Nav. Co. Oriental Nav. Co. 

A. H. Bull & Co. J. W. H. Steele Co. 
French Government 

C. H. Sprague & Son C. H. Sprague & Son 


San Francisco Nafra Co. 
90. 

Swiss relief 
Hamburg 
Bordeavx 


Army cargo Early July 


Swiss relief First of July 
Cotton Early July 
Wheat Prompt 
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Waxahachie Baltimore St. Nazaire General 


Costigan New York Dutch E. Ind. General 


Last half June Cargo, Spice 
Wilbur F. Spice Wilbur F. Spice 
End July Independent S.S. Co. Independent S.S. Co. 


Brasher Baltimore Ww. C. 5 A. Coke, coal End June Cargo, Amer. Smelting & Refining Co. 


Lake Fugard Boston River Plate General 

Luxapale New York Marseilles General 

Chatauqua Boston River Plate General 
Changes: 


W. R. Grace & Co. W. R. Grace & Co. 
End July Independent S.S. Co. Paragon Shpg. Co. 
First half July J. W. Elwell & Co. J. W. Elwell & Co. 
First half July Paragon Shpg. Co. Paragon Shpg. Co. 


Wauconda Boston Liverpool G. C. Liner Last half June American Line American Line 


Ex. List No. 89. 


Jefferson County .... Galveston Liverpool Cotton, gen. Early July Mallory S.S. Co. Mallory S.S. Co. 


Ex. List No. 82. 

Glendoyle S. Domingo Marseilles Sugar 
Ex. List No. 90. 

Rijnland (Dutch) ... Philadelphia St. Nazaire Coal 
Ex. List No. 77. 

Lake Gradan To West Indies trade, one trip. 
Ix. List No. 90. 


Early July Amer. Haw. S.S. Co. Amer. Haw. S.S. Co. 
Cargo, W. R. Grace & Co. 
Prompt Navy Oriental Nav. Co. 


Prompt West India S.S. Co. West India S.S. Co. 


Battahatchee (wood)...... Ex. List No. 69—Allocation cancelled. 
Hillsborough County...... Ex. List No. 66—Allocation cancelled. 
3t. Augustine Ex. List No. 66—Allocation cancelled. 


OCEAN FREIGHT RATES 


The Trafic World Washington Bureau. 
The rate department, Division of Operation of the U. S. 
Shipping Board, issued the following ocean freight rates 


June 30: 
FAR EAST TARIFF NO. 17-D 
Cancelling Far East Tariff No. 17-C. Effective June 1, 1919. 
RATES OF FREIGHT FROM UNITED STATES NORTH 
ATLANTIC PORTS TO 
Close All 


Weight Other 

Cargo Cargo 
Japan—Kobe, Yokohoma $25.00 
China—Hong Kong, Shanghai y 25.00 
Philippine Islands—Manila y 25.00 
Straits Settlement—Singapore 25.00 
French Indo China—Saigon (See Note 1).... 20. 00 25.00 
Dutch East Indies (see Note 2) 25.00 
Russia—Vladivostok “00 40.00 

All cargo per ton of 2,240 pounds or 40 cubic feet at ship’s 
option. 

Note 1—Rate applies only when steamer available for direct 
sailing for Saigon; otherwise freight is accepted subject to 
trans-shipment at Singapore at additional rate of $10.00 per 
ton of 2,240 pounds or 40 cubic feet at ship’s option. 

Note 2—By direct steamers; usual arbitraries to apply to 
outports. 

Minimum Charge—Minimum bill of lading charge to direct 
ports of call $7.50, to trans-shipment ports $10.00. 

Valuable Cargo—3 per cent ad valorem. 

Deck Cargo—If any cargo ordinarily taken under deck stow- 
age is carried on deck, it will be at three-fourths the under- 
deck rate. 

Dangerous or Hazardous Cargo—Special contract. 

Heavy Lift Scale—Above rates apply on pieces and (or) 
packages weighing up to and including two tons. On pieces 
and (or) packages weighing over two tons, following charges 
will be assessed in addition to the freight rate: 

Over 2 tons up to 4 tons—$4.00 per ton of 2,240 pounds. 

Over 4 tons up to 6 tons— 6.00 per ton of 2,240 pounds. 

Over 6 tons up to 8 tons— 9.00 per ton of 2,240 pounds. 

Over 8 tons up to 10 tons—13.00 per ton of 2,240 pounds. 

Over 10 tons up to 15 tons—17.00 per ton of 2,240 pounds. 

Over 15 tons—Special contract. 

Extra Length Scale— 

40 to 49 ft.—$4.00 per ton of: 2,240 pounds. 
50 to 59 ft.— 9.00 per ton of 2,240 pounds. 
60 ft. and over—Special contract: 


EUROPEAN COAL AND COKE TARIFF NO. 22-A. 
Cancelling European Coal Tariff No. 22. Effective June 23, 1919. 
RATES OF FREIGHT FROM UNITED STATES NORTH 

ATLANTIC PORTS AND CHARLESTON, S. C. 


Yoal, Per Ton of 
Per Ton of 
“3: 2,240 Pounds. 


2,240 Pounds. 
Guaranteed Daily 


Discharge, Tons. 


Coke, 


Bordeaux, Havre, St. 
Cherbourg 
Rouen 
Antwerp, Rotterdam, Terneuzen.. 
Gothenburg 
Landskrona, Malmo 
Oxelosund, Stockholm 
Helsingfors, Sundavall 
Bergen, Christiania, Copenhagen. 27. 00 
Korsor, Ronne 27. 
Trondhjem 
Lisbon 
Cadiz 
Bilboo, Cartagena, Barcelona 
Cette, Marseilles, Naples 
Civitavecchia 
Nice, Genoa, 
Savona 
Piraeus 


~a~Guaranteed Daily 


sg sa 
S33ss38 
SSSSSSSESDischarge, Tons. 


Trieste, Fiume, Venice ; 800 46.50 600 
Salonica J 1,000 46.50 600 
Bari 5 1,000 45.00 600 
Constantinople, Constanza, Smyrna 31.00 1,000 45.00 600 
Algiers, Oran 26.00 800 39.00 600 
1,000 39.75 600 
e 1,000 41.25 600 
Alexandria, Port Said J 1,000 46.50 600 
Conditions—Discharge as above indicated, with time count- 
ing 24 hours after arrival of vessel, whether in berth or not, 
Sundays and holidays only excepted. If discharge is not com- 
pleted within the time specified, demurrage to be paid at the 
rate of $1.00 per net registered ton per running day, payable 
day by day. 
Coke—Subject condition that vessel to have option of carry- 
ing not over 25 per cent on deck at owner’s risk. 


FAR EAST TARIFF NO. 16-C 
Cancelling Far East Tariff No. 16-B. Effective June 11, 1919. 
RATES OF FREIGHT FROM PACIFIC COAST TO 


All Cargo Except as Below 
‘ Per 100 Lbs. Per Cu. Ft. 
China, Japan, Manila $. $ .35 
Above rates per 100 pounds or per 
cubic foot at ship’s option. 
Exceptions— 
*Cotton (standard bales) 
*Cotton (high density) Bae: 
Gasoline : 47% 
Small Arms Ammunition a AT 
Wood Pulp, Dry—to China anes 
Wood Pulp, Dry—to Japan 
Wood Pulp, Wet—to China, Japan, 

Manila 6 .35 
Lumber not over 40 ft. in length.. 25.00 per 1,000 ft., B. M. 
Lumber, creosoted, not over 40 ft. ; 

in length 30.00 per 1,000 ft., B. M. 
Lumber, over 40 ft. in length Special 
High explosives and dynamite.... Special contract 

Vladivostok (all cargo) 1.25 per 100 pounds or 
-62% per cubic foot at 
ship’s option. 
*Cotton for October, November, December clearance: Stand- 
ard _ $1.50 per 100 pounds. High density $1.35 per 100 
pounds. 
— Charges—Minimum bill of lading charge will be 
Heavy Lift Scale—Above rates apply on pieces and (or) 
packages weighing up to 4,000 pounds weight each. For pieces 
and (or) packages in excess of 4,000 pounds each the regular 
rates, plus $1.80 per ton of 2,000 pounds for each additional 
ton over 2 short tons to be applied. 
Extra Length Scale—With exception of standard 33 ft. rails, 
cargo, lengths in excess of 30 ft. to be charged: 

30 to 40 ft.—$3.60 per ton of 2,000 lbs. additional. 

40 to 50 ft.— 8.00 per ton of 2,000 Ibs. additional. 

50 to 60 ft.—12.00 per ton of 2,000 Ibs. additional. 


TARIFF NO. 10-C 
a= No. 74. Cancelling Tariff No. 10-B. Effective June 
RATES OF FREIGHT FROM UNITED STATES ATLANTIC 

AND GULF PORTS TO EUROPE ON COTTON 
From Atlantic Ports — Gulf Ports 
High gh 
Density {Stand- Darsity 7Stand- 
Per ard Per Per ard Per 
100 Lbs. 100 Lbs. 100 Lbs. 100 Lbs. 
United Kingdom ; $1.50 $1 
French Atlantic Ports.......... ‘ 1.75 
Holland (Rotterdam) . 1.75 
Belgium (Antwerp) Y 1.75 
*Germany (Hamburg) é 2.00 
Danzig ® 1: 2.50 
Denmark (Copenhagen) y : 
Sweden (Gothenburg) 
Sweden (Stockholm) 
Portugal 
French Mediterranean Ports.... 
Spain (Barcelona, Valenica)... 
pe BS eee 
Piraeus, Patras, Venice, Trieste, 
Fiume 
Salonica 
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*In transit for Czecho-Slovakia. Subject to export regula- 
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tions of War Trade Board, through which licenses must be 
arranged. 

7Except by special agreement and until further notice book- 
ings of standard cotton are limited to 25 per cent of the total 
shipment of cotton by any vessel. 


SUPPLEMENT NO. 1 TO TARIFF NO. 10-C 


Issued June 24, 1919 
RATES OF FREIGHT FROM UNITED STATES ATLANTIC 
AND GULF PORTS TO EUROPE ON COTTON 
Until further notice a surcharge of 25c per 100 pounds must 
be added to rates to Liverpool and London. 
(Effective April 23, 1919.) 
EUROPEAN TARIFF NO. 18C 
Cancelling European Tariff No. 18B and Supplement. 
Effective June 25, 1919. 
RATES OF FREIGHT FROM UNITED STATES NORTH AT- 
LANTIC PORTS TO GREEK-ADRIATIC PORTS. 
Rates are on all cargo except as mentioned below. 
Per 100 lbs. Per cu. ft. 
Pirzeus, Patras s $1.00 
Salonica 05 1.12% 
Venice, Trieste, Fiume i 1.12% 


Exceptions—To Pirzeus, Patras: 

Coffee (clean), in bags 

Flour (wheat, rye or corn), in bags 

Glucose 

Hominy, in bags 

Iron and steel articles: Angles, axles, bars, bolts and nuts, 
concrete reinforcements, hoops, horseshoes, nails, plain 
wire, plates, pig iron, pipe, rails and accessories, rods, tin- 
plate, trolley poles, shafting, sheets, staples, stowing not 
over 20 cu. ft. 
—stowing between 20 and 40 cu. 

Malt, in bags 

Oil, cottonseed, in barrels 

Oil, lubricating, in barrels 

Paraffine wax, in bags 

Rice (clean), in bags 

Sugar, refined, in bags 
Exceptions.—To Salonica: 

25c per 100 pounds in addition to above rates. 
<xceptions.—To Venice, Trieste, Fiume: 


Bacon, in boxes 

Beans, dried, in bags 
Beef, in barrels 
Canned fish 

Canned meats 

Canned evaporated milk 
Canned pork and beans 
Canned salmon 
Casings 

Cocoa, in bags 
Coffee (clean), in bags 
Flour, in bags 
Flour, in bags 
Flour, corn, in bags . 
Glucose, in barrels 
Grease 

Hams 

Hominy, in bags 4 
oS SS re ee eee err ee 3.70 
DsMPG, TW TABTCOD tad DOLE DEVO esc kocsis ic acccccesccseesess : 
Malt, in bags 

BO I, OR: Cs sonics 0550s cain os dos haw ene eee sues 
Oleo 

Oil, cocoanut 

Oil, corn 

Oil, cottonseed 

Oil, lubricating 

Peas, dried, in bags 

Pork 

Pork, dry salt, in boxes 

Paraffine wax 

Rice (clean), in bags 

Sausage, in boxes 

Starch, in bags 

a II Nt I 65 os ooo hielai vost Sone 95) iW wee win eatin lea etoee 2.40 
Sugar, refined, in barrels 

Sulphur flour, in bags 

Tallow 

Cotton to all ports, see Tariff No. 10C. 

P - -P gaan and steel customary additions for extra length to be 
added. 

Above rates apply on pieces and—or packages weighing up to 
4,480 pounds weight each. For pieces and—or packages in ex- 
— a 4,480 pounds each, customary heavy lift scale to be 
added. 








COMMERCE REPORTS 


British Export Embargo Changes 


A cablegram from Consul-General Skinner, London, June 
20, 1919, states that fresh vegetables, with the exception 
of tomatoes and onions, may now be exported freely with- 
out license. By open general license the export of the 
following goods may be made to all destinations except 
to enemy countries and certain European countries border- 
ing enemy countries: Cocoa and milk coffee, milk choco- 
late, and milk, all in tins, and either sweetened or un- 
sweetened, and potash salts and mixtures containing 
potash salts not otherwise prohibited. 
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Restrictions on Imports into Greece 


(Cablegram from Consul General Weddell, Athens, June 
17. 1919.) 


From May 26 the government of Greece has prohibited 
the importation of seed or ginned cotton, cotton yarns, 
soft or tight rolled, up to size 24; colored and English cot- 
ton prints, drills and “aladza” (gingham) of class 159B of 
the Greek customs tariff. The minister of public welfare 
may in his discretion issue special license for the im- 
portation of these goods, and licenses will certainly be 
granted for goods purchased and shipped before the 3d 
of May. It is understood that the prohibition is provi- 
sional and will be removed as soon as possible. 


(Tariff Item 159B specifies the following dyed cotton fabrics: 
Drills and similar fabrics in stripes, checks, and ‘‘aladzas,’’ and 
checks for the use of working classes and servants.) 


SOUTHERN OWNERSHIP OF VESSELS 


The Trafic World Washington Bureau. 


Delegations of southern shipping and commercial men 
who have recently conferred with the United States Ship- 
ping Board have been urged by Commissioner Donald to 
take a more active interest in the ownership of overseas 
vessels as a means of promoting prosperity. Himself a 
steamship man of wide experience, Mr. Donald has fre- 
quently touched on the subject in talks with southern busi- 
ness men, pointing out the commercial advantage the 
South would obtain through southern ownership of ocean 
going tonnage. Addressing a group of representative men 
from Galveston, Commissioner Donald said: 

“Don’t you.think it is about time that you gentlemen 
should be getting ready to become ship owners? It seems 
to me that the time has arrived for the South to take 
more of an interest in ships by becoming ship owners.” 

The Board was holding a hearing and commercial rep- 
resentatives from Galveston and other sections of the 
South were present. Among them were J. S. Cullinan, 
president of the Texas Chamber of Commerce, Houston, 
Texas; James Z. George, ‘vice-president and manager, 
Texas Chamber of Commerce, Dallas; J. H. Fricke, repre- 
sentative of the Texas Federation of Labor; a number 
of shipping men; Senator Morris Sheppard, and a dele- 
gation of Congressmen, including Carlos Bee, Eugene 
Black, John C. Box, Clay Stone Briggs, Tom Connally, Joe 
H. Eagle, John N. Garner, Rufus Hardy, E. B. Howard, 
C. B. Hudspeth, Marvin Jones, Fritz G. Lanham, L. W. 
Parrish, Hatton W. Summers and James Young. 

Congressman Hardy, referring to the South owning 
ocean going tonnage, said: 

“Right on that point I have been urging that the peo- 
ple in our state (Texas) take some interest in ship own- 
ing and have some cargo for themselves at their own 
command. Put let me extend that a little more by saying 
this: Conditions that are now upon us mean that the 
normal, natural outlet for the products that are shipped 
from this country ought to come back. You cannot have 


large shipments going out of Galveston as long as the 


shippers feel that they cannot get cargo space when they 
need it. We have the old conditions of the boy learning 
how to swim without going near the water. 

“Something has to be done to let the shipper know that 
when he comes to Galveston he will have cargo space there 
for him, and it may be that a little idle shipping will re- 
sult temporarily until things adjust themselves and fall 
into their natural and right line. But along the lines of 
what Mr. Donald says, you cannot get the business and 
farming interests of Texas to buy shipping until that port 
begins to be recognized on the map as a shipping port. 

“If Galveston to-day was receiving the tonnage and do- 
ing the export trade she was doing in normal times, it 
would be much easier to get our people to take stock in 
ship owning. 

“I would like to see a great movement inaugurated to 
get the bankers and the merchants and shippers all in- 
terested in buying and owning some shipping for them- 
selves and just as soon as they get where they could help 
themselves, help would be tendered from every part of the 
globe. 

“The suggestion of Mr. Donald was a very good one 
and I hope our people will take it to heart.” 

President Cullinan, of the Texas Chamber of Com- 
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merce, stated that the subject of shipping for Texas, Texas that one of its purposes was the purchasing of a ship to Os: 
people and Texas ports had been under discussion. enable it to carry its goods to the ports of the world. Pa 
“It is contemplated,” he added, “the Texas Chamber of The use made of ships by the southern and gulf ports ec 
Commerce, as soon as it can inform itself, will put out is shown by the number of vessels with home ports in Po! 
something along that. line.” the South. In the list which follows steam and gas pro- Pol 
Congressman Young said he noticed that a corporation § pelled ships of 1,000 grozs tonnage and upwards only are ~ 
with a capitalization of $100,000,000 was being formed and _ given. Qu 
Qu 
AMERICAN DOCUMENTED SEAGOING MERCHANT VESSELS OF 1,000 GROSS TONS AND OVER, JUNE 1, 1919 - 
a! 
Dead Ra 
Name of Vessel Gross Weight Name of Owner Home Port Re 
Agria (W) 2,560 3,500 . Shipping Board Tampa, Fla. Sa 
Alabama (gas) 2,088 4,000 . Scott Mobile, Ala. 
Alabat (W) 2,551 3.500 ¢ % 3 Jacksonville, Fla. Sai 
Alfred Mitchell (W) 1,751 2,400 M. Scott Mobile, Ala. Se: 
2,474 3,300 .. Jacksonville, Fla. Sor 
Arado (W) 2,551 3,500 Port Arthur, Tex. Sw 
Arambi 2,551 3,500 Port Arthur, Tex. Te: 
Baganito (C) 2,445 3,500 Savannah, Ga. Tri 
Balino (W) 2,551 3,500 Mobile, Ala. Vil 
Balosaro 2°469 3.500 Mobile, Ala. W. 
Baxley 2,551 3,500 Jacksonville, Fla. Wi 
Bayou Teche (W) 2,551 3,500 New Orleans, La. Ye: 
Beaumont (W) 2,551 3,500 Port Arthur, Tex. Za 
Bedminster (W) 2,551 3,500 Jacksonville, Fla. wi 
Beechland (W) 3,335 4,700 Port Arthur, Tex. ed 
Belair (W) 2,551 3,500 New Orleans, La. 
Bonham (W) 3,349 4,700 Port Arthur, Tex. 
Borad (C) 3,500 Savannah, Ga. 
Boreta (W) 4,700 Port Arthur, Tex. 
Botsford 3,300 Jacksonville, Fla. 
Brabant 4,650 Port Arthur, Tex. ; 
Cape Henry 7,500 Baltimore, Md. J 
Cape Lookout 7,311 do. u 
Cape May 10,200 do. 25, 
Cape Romain 7,400 do. we 
Cawker (W) 3,500 . Mobile, Ala. >] 
City Atlanta (P).....ssccsccsces f 5,100 S. S. Co. of Savannah Savannah, Ga. - 
City Augusta (P) 2,400 do. do. o,é 
City Austin (W) 3,600 City of Austin Ship Co. Port Arthur, Tex. 5,5 
City Beaumont (W) 3,000 City of Beaumont Ship Co. Port Arthur, Tex. 11 
City Columbus (P) 5,100 Ocean S. S. of Savannah Savannah, Ga. , 
City Dallas (gas) (W) 3,000 City of Dallas Ship Co., Inc. Port Arthur, Tex. as 
City Galveston (gas) 3,600 City of Galveston Ship Co. Port Arthur, Tex. ele 
Inc. 
City Montgomery 5,000 Ocean S. S. Co. of Savannah Savannah, Ga. Po 
City Orleans (W) 3,600 City of Orleans Ship Co. Port Arthur, Tex. : 
City Norfolk 600 Mercantile Trust Baltimore, Md. elu 
City Pascagoula 3,600 City of Pascagoula Ship Co. Gulfport, Miss. ar 
City Rome (P) 3,000 Ocean S. S. Co. of Savannah Savannah, Ga. 
City of St. Louis (P) 5,000 do. do. 
City of Savannah (P) 5,100 do. do. at 
Col. Bowie (W) 2,000 Gulf Exp. & Trans. Co., Inc. Port Arthur, Tex. er: 
Columbia (P) 650 Chesapeake S. S. Co. Baltimore, Md. saci 
Cowardin (W) 4,700 .k &. 2 Port Arthur, Tex. C2) 
Cretan (P) 2,500 M. & M. Trans. Co. Baltimore, Md. : 
Currier (T) 7,000 Gulf Refining Co. Port Arthur, Tex. foc 
Dancey (W) 3,500 nf = Jacksonville, Fla. 
Dorchester (P) 1,800 M. & M. Trans. Co. Baltimore, Md. 18. 
Elinor 6,200 ia = =. Baltimore, Md. the 
Essex (P) 2,721 M. & M. Trans. Co. Baltimore, Md. at 
Everglades 3,500 U. s. 8S. B. Tampa, Fla. 5 
Florida (T) 1,960 Texas Co. Port Arthur, Tex. : 
Fort Wayne 8,827 us. &.. Be Baltimore, Md. we 
Galahad 8,755 U. S. Shipping Board Baltimore, Md. 10 
Georgeanna Weems 1,400 Balt. & Caro. S. S. Co. Baltimore, Md. a 
Georgia (T) 7,850 Texas Company Port Arthur, Tex. 
Guilford (W) 3,500 U. S. Shipping Board Baltimore, Md. 
Gulf of Mexico (T) 13,700 Gulf Refining Co. Port Arthur, Tex. 2x 
Gulfcoast (Ty) 7,500 do. do. 25 
Gulfland (T) 7,250 — 
Gulflight (T) 7,500 
tulfmaid (T) 7,500 \ 
Gulffoil (T) 7,500 ; 
Gulfqueen (T) 9,500 " ix 
Gulfstream (T) 7,500 ‘ do. + 
Hatteras 7,500 U. S. Shipping Board Baltimore, Md. g 
Horado (W) 4,700 U. S. Shipping Board Port Arthur, Tex. C 
Houma (T) 10,000 do. Baltimore, Md. 
Hoven 10,000 do. do. 
Howard (P) 3,056 M. & M. Trans.. Co. do. ‘ 
Hoxie 7,400 U. S. Shipping Board Baltimore, Md. . 
Indian (P) 2,503 M. & M. Trans. Co. do. po 
J. M. Guffey 3,900 Gulf Refining Co. . Port Arthur, Tex. of 
Kanabec 3,300 U. S. Shipping Board Jacksonville, Fla. a ( 
Kersaw 2,436 M. & M. Trans. Co. Baltimore, Md. 
Larimer 5,500 Gulf Refining Co. Port Arthur, Tex. the 
Laurel 6,300 U. S. Shipping Board Baltimore, Md. : 
Ligonier (T) 5,500 Gulf Refining Co. Port Arthur, Tex. Ne 
Lithopolis 3,500 U. S. Shipping Board Tampa, Fla. Bo 
Lene Star (W) 3,500 U. S. Shipping Board Port Arthur, Tex. Ph 
Louisiana (T) 4,300 Texas Company Port Arthur, Tex: Bu 
Lydia 3,900 5,936 U. S. Shipping Board Baltimore, Md. Ne 
Maryland (gas) 2,498 3,200 Texas Company Port Arthur, Tex. 
Morganza 2,469 3,650 U. S. Shipping Board Mobile, Ala. ‘ 
Nacoochee (P) 2,680 2,400 Ocean S. S. Co. of Savannah Savannah, Ga. ste 
Naiwa 6,240 8,800 U. S. Shipping Board Baltimore, Md. loa 
Nameki 2,525 3,500 do. Jacksonville, Fla. 
Nantucket (P) 2.599 2,426 M. & M. Trans. Co. Baltimore, Md. Fr. 
Nawitka (W) 3,349 4,700 U. S. Shipping Board Port Arthur, Tex. a | 
New York (T) 6,678 9,770 Texas Company Port Arthur, Tex. er 
Northwestern (T) 2,207 3,500 Texas Company Port Arthur, Tex. 
Obak (C) 2,469 3,500 U. S. Shipping Board Mobile, Ala. ex! 
Oglethorpe (C) 2,427 3,500 do. Savannah, Ga. ‘ 
Oneco (W) 2,571 3,500 do. Port Arthur, Tex. ‘ 
Ontario (P) 3,099 2/580 M. & M. Trans. Co. Baltimore, Md. To 
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Osawatomie 
Pascagoula (W) 
Persian (P) 
Polar Bear 
Polar Land (R) 
Polar Sea 
Polar Star 
Powel (T) 
Quantico (P) 
Quapaw (W) 
Quinneseco 


Sarah Weems (W) 
Seaborn (W) 
South Pole (R) 
Swampscott 
Texas (T) 
Trinidadian (T) 
Virginia (P) 
W. M. Tupper 
Winifred (T) 
Yesoking 
Zavalla 
Wheaton (R) 


OVERSEAS TRAFFIC 


The Trafic World Washington Bureau. 


According. to a report on overseas traffic, made public 
July 1, by the Director-General, for the week ending June 
25, the grain situation as to north Atlantic ports, June 25, 
wes that there were 9,867,640 bushels of grain in the 
elevators. While there had been received in the elevators 
5,701,194 bushels, there had been cleared during the week 
5,582,421 bushels, an excess of receipts over deliveries of 
118,773 bushels. As to south Atlantic and Gulf ports, 
as of June 21, there were 4,558,603 bushels of grain in 
elevators, divided between New Orleans and Galveston, 
Port Arthur and Texas City being empty. 

As part of the report the Railroad Administration in- 
cluded the new grain rules and the export bill of lading 
arrangement. 

The total number of carloads of export freight on hand 
at north Atlantic ports, on June 25, exclusive of bulk 
grain and coal, was 23,526 cars, as compared with 24,604 
cirs for the same day of the preceding week. 

At these same ports there were 6,488 carloads of export 
food on hand on June 25, as against 6,948 carloads on June 
18. Tonnage for the French and British governments, 
the Food Administration and the Wheat Export Company 
at the port of New York is ample to supply all demands. 

At south Atlantic and Gulf ports, as of June 21, there 
were 10,226 carloads of export freight on hand, as against 
10,894 cars on June 14. The report follows: 


Port Situation as to Export Traffic 


Except as otherwise specified, the situation is as of June 
25, 1919: 


Received. Delivered. 
(In cars) 


Week ending June 25. 


[Export freight received and delivered at 
North Atlantic ports (exclusive of bulk 
grain and coal) 

Or an excess of deliveries over 


Food Situation 
“As of the 25th inst., reports show at north Atlantic 
ports, 6,488 carloads of export food on hand (exclusive 
of bulk grain), compared with 6,948 carloads as of June 18, 
a decrease of 460 cars. These cars are distributed among 
the various ports as follows: 


9,804 10,610 
receipts of 806 cars. 


Norfolk 
Portland 


Total 


New York 
Isoston 
Philadelphia 
Baltimore 
Newport News 


fod 


“Boston—During past week 7 steamers arrived and 6 
steamers cleared. There are today 7 steamers in port 
loading cargo for United Kingdom ports, 2 loading cargo for 
France, 1 loading cargo for South America, and 1 loading 
a full cargo of provisions account the packers; 3 steam- 
ers are in port fitting for grain. General situation 
excellent. 

“New York—Conditions at New York continue good. 
Tonnage for the French, British and the Food Administra- 
tion, also the Wheat Export Company, is ample. 
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U. . _ Spee Board 


M. ig ™M. Trans. Co. 
i; Me 
do 


Baltimore, Md. 

Gulfport, Miss. 

Baltimore, Md. 

Baltimore, Md. 
do. 

do. do. 


Shipping Board 


do. 
Baltimore, Md. 
Baltimore, Md. 
Port Arthur, Tex. 
Savannah, Ga. 
Baltimore, Md. 
New Orleans, La. 
Jacksonville, Fla. 


New Orleans, La. 
Baltimore, Md. 


do. 
West India Sugar Corp. 
Sy & M. Trans. Co. 
-? , ENS Board 


ease ” Steam Packet Co. 

Rama Navigation Co. 

U. S. Shipping Board 

New Orleans & So. Amer- 

ican S. S. Co., Ine 

Balto. & Carolina S. S. Co. 

J. M. Scott Mobile, Ala. 

U. 6. 8. B: Baltimore, Md. 
do. _— Arthur, Tex. 


do. oO. 
Gulf Refining Co. Port Arthur, Tex. 
Balto. Steam Packet Co. Baltimore, Md. 
Gulf & Sou. S. S. Co. Jacksonville, Fla. 
Gulf Refining Co. Port Arthur, Tex. 
gC. Shipping Board Baltimore, Md. 
U. Ss. Shipping Board Port Arthur, Tex. 
U. S. Shipping Board Baltimore, Md. 


“Delinquent Bureau reports condition favorable. 
erage situation shows an improvement. 

“Commercial provisions on hand the morning of the 
26th inst. were 1,152 cars, as compared with 1,033 on 
hand a week ago, an increase of 119 cars. 

“Philadelphia—Situation in good shape. There are 6 
boats loading at P. R. R. and 14 boats loading at P. & R. 
piers. 

“Announcement has been made that the International 
Trading Corporation will inaugurate service from Phila- 
delphia to South America, the first sailing to be the latter 
part of July. 

“Baltimore—-Situation normal. 

“Newport News—Condition good. The S.S. Elizabeth is 
in the stream, fitting for grain loading, and the steamers 
Oberon and Zwartezee are now loading. S. S. Ceres arrived 
in port June 24, and, after fitting, will lift about 170,000 
bushels. 


“Norfolk—Conditions normal. 
ing general cargo. 

“Grain Situation—The grain situation, as of June 25, 
indicates, as to north Atlantic ports, there are 9,867,640 
bushels of grain in the elevators. While there has been 
received in the elevators 5,701,194 bushels, there has been 
cleared during the week, 5,582,421 bushels, an excess of 
receipts over deliveries of 118,773 bushels. 

“South Atlantic and Guif Ports—At south Atlantic and 
Gulf ports, as of June 21, there were 10,226 carloads of 
export freight on hand as against 10,894 cars of June 
14, a decrease of 668 cars. 

“Grain—Stock of grain in elevators, as of June 21, 4,558,- 
603 bushels, as follows: 


Light- 


Two steamers now load- 


‘emmpiassgas 3,174,811 
Empty 
Empty 


New Orleans Galveston 
Port Arthur 


Texas City 


ob ee, 1,384,092 
4,558,603 
Export Traffic at South Atlantic and Gulf Ports 


“Wilmington—Inactive. 

“Charleston—One steamer cleared with cotton for Liver- 
pool, 1 for France and 2 for Cuba with coal. 

“Savannah—Three steamers cleared for Liverpool and 1 
for Cuba with mixed cargoes. In port loading, 2 steamers 
for Liverpool and 1 for France, Italy, Denmark and 
Holland. 


“Brunswick—Two steamers loading mixed cargoes for 
England. 

“Fernandina—lInactive. 

“Jacksonville—One vessel 
Holland. 


“Tampa and Port Tampa—One steamer loading phos- 
phate rock for Holland. 
“Pensaccla—One barge cleared with coal for Cuba, 1 


barge with lumber for Buenos Aires and 1 steamer with 
lumber for Liverpool, 1 steamer in port loading lumber 
fcr Scuth America and 1 barge with lumber for Cuba. 
“Mobile—One steamer cleared with lumber for Porto 
Rico and 2 steamers with mixed cargoes for Cuba. In 
port loading, 2 schooners with lumber for Porto Rico, 


Total 


cleared with lumber for 








14 








2 schooners with mixed cargoes for Liverpool, and 1 
schooner with lumber for Cuba. 

“Gulfport—One schooner cleared with lumber for Can- 
ary Islands and 1 for Buenos Aires. 

“New Orleans—Seven steamers cleared for Mexico, 8 
for Central America, 3 for Cuba and 1 for Jamaica; 10 
for Europe; in port loading, 71 vessels for foreign destina- 
tions. Export loads, exclusive of grain and coal, in yards on 
wheels, 596. in warehouses and on piers, 1,246. and on 
ground, 789. 

“There is a large volume of barley moving from the 
Pacific Coast via this port, which will continue during 
June, July and August. 

“Port Arthur—One steamer cleared with lumber for 
Gibraltar. 

“Texas City—One steamer cleared with mixed cargo for 
Mexico. 

“Galveston—One steamer cleared for Gothenburg, 3 for 
Liverpool and 5 for France. In port loading, 6 vessels 
for European destinations. Export loads, exclusive of 
grain and coal, in yards on wheels, 293. in warehouses 
and on piers, 1,298, and on ground, 52; total, 1,643. 


Summary—Pacific Coast Situation 


SAN FRANCISCO. 
May 30. ae 6. June 13. June 20. 














EE ee ee re 364 30 396 “ 
DD cicccedevesrdsviervooes 0 0 0 

GE 66 o cecccny-eweesaneensey 0 0 0 . 

264 301 396 355 

Arrived during week............-. 373 375 425 381 

DeVeTeE GRIDS 2 cccscccccdcccovne 475 438 357 395 
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General 


“Through Bills of Lading—Effective at once, the re- 
sumption of the issuance of through bills of lading via 
north Atlantic ports has been authorized, based on the 
terms incorporated in the tariffs of terminal lines, which 
provide that any storage or demurrage charges accruing 
at ports shall be assumed by the shipper. A conference 
will be held at New Orleans on July 1, between representa- 
tives of port lines and representatives of steamship lines 
operating at south Atlantic and Gulf ports, to consider 
the issuance of through bills of lading, and in connection 
therewith the assumption of storage and demurrage 
charges at ports by the railroads where they are re- 
sponsible for their accumulation, and by the steamship 
companies when they are responsible. = 


LAKE PORTS TO EUROPE 
The Trafic World Washington Bureau. 


Development of trans-Atlantic freight service direct from 
Chicago and other Great Lakes ports, is being undertaken 
by the United States Shipping Board, through its Chicago 
and Cleveland offices. The sailing of the Lake Granby, 
carrying a cargo of packing house products, from Chi- 
cago to Liverpool, recently, marked the beginning of the 
Shipping Board’s experiment to determine whether such 
traffic will be practical and profitable. 

The prospect of the Shipping Board establishing perma- 
nent package freight service between Chicago and Euro- 
pean ports has aroused considerable interest among Chi- 
cago shippers, who are ready to cooperate with the Board 
to make the undertaking a suceess. 

J. E. Andrews, the Shipping Board’s Great Lakes rep- 
resentative at Washington, says there will probably be 
two hundred ships completed this summer at Great Lakes 
shipbuilding yards, and that it is the hope of the Board 
to load all these vessels with cargoes for European ports. 

“It is needless to say,” said Mr. Andrews, “that the 
interest shown by shippers in this matter will have a 
great bearing on the establishment of permanent service. 
The question of a permanent trans-Atlantic trade from 
Chicago and other lake shipping ports is now a matter 
being considered by the board.” 

One of the handicaps faced by vessels sailing from 
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Chicago to Liverpool, Mr. Andrews pointed out, is that, 
because the vessels must pass through the Welland Canal, 
a full cargo cannot be taken on at Chicago. The Welland 
Canal permits a draft of only fourteen feet and as a 
result the vessels from Chicago do not take on a full 
cargo until they reach Montreal. A larger canal, Mr. 
Andrews said, would eliminate this difficulty. 

The problem of working out a schedule of rates for 
freight from Great Lakes ports to English and European 
ports is now being considered by the rate department of 
the Shipping Board. Nothing definite has been arrived 
at, however. D. W. McKellar, manager of the rate and 
claim department of the Board, said this matter was 
being left to the Cleveland office. He said that later, if 
there are regular shipments from Great Lakes ports to 
Great Britain and Europe, the board would announce 
from time to time rates on such shipping. 

The Lake Glebe and Chapareo, two new ships, are on 
their way from Duluth to Chicago and will be loaded 
with cargoes for trans-Atlantic shipment. 

J. L. Crosthwaite, Jr., assistant director of operations 
at Cleveland, is in charge of operation of vessels on the 
Great Lakes and is supervising the development of the 
trans-Atlantic service. F,. H. Kiley, the Shipping Board’s 
representative at Chicago, also is active in eed after 
this phase of the Shipping Board’s work. 


AUTOMOBILES AND MOTOR TRUCKS 


(By Consul William C. Magelssen, Melbourne, Australia, in 


Commerce Reports.) 

Carrying out the provision of the country roads act of 
1912, the government has undertaken to borrow a sum of 
£2,000,000 ($9,730,000), to be expended over a period of 
five years at the rate of £400,000 per annum, for the con- 
struction of main roads. The cost of all work of con- 
struction is in the first instance to be paid for by the 
state government, but the municipalities chiefly benefited 
are to refund gradually over a period of 31% years, with 
interest and sinking fund at the rate of 6 per cent per 
annum. A special fund has also been provided for the 
maintenance of highways, and the law provides that the 
state board shall apportion annually to each municipality 
the amount that it must expend for this purpose, the 
funds being paid by the state in the first instance, but 
one-half of he amounts ultimately to be refunded by the 
municipalities benefited. Some 6,500 miles of main roads 
have now been taken over by the board, and many miles 
of highway in addition have been or are being brought 
gradually into a state of good repair. 

The recent passing of the developmental roads act has 
made available the additional sum of £500,000 ($2,433,250) 
for expenditure within the next five years. Works pro- 
vided for by this fund have only been commenced. The 
better roads should increase the demand for motor 
vehicles. 

The chief method of transporting goods from place to 
place in the cities is by horse-drawn wagons; but motor 
trucks are gradually replacing these. In the country, 
transportation is mostly by railway, the lack of navigable 
rivers preventing water traffic. The railway system is 
state-owned. 

It is impossible to ascertain how many motor cars are 
used in this district, although the number is quite large. 
The majority of these are passenger vehicles. The United 
States is supplying most of the motor cars imported into 
this district. 

The duty on automobiles imported into Australia is not 
levied on the vehicle as a whole, but on the different parts 
at different rates, whether the car is imported complete 
or not. These duties on American and all other automo- 
biles, except those from Great Britain, which has a 10 per 
cent preference, are as follows: Bodies not specified and 
parts thereof, 45 per cent ad valorem; chassis and parts 
thereof, 10 per cent ad valorem; tires weighing not over 
2% pounds and tubes not over 1 pound, 25 per cent; tires 
weighing over 2% pounds and tubes over 1 pound, 2 
shillings per pound. 

Under custom decisions, wings, footboards, windscreens, 
horns, and dashboards are deemed parts of the body, and 
the chassis is deemed to comprise the mechanism of 
the vehicle, including frame, wheels, axles, springs, steer- 
ing gear, engine, transmission gear to axle, radiator, car- 
buretor, batteries and coil, and the necessary tanks for 
fuel, water, etc.—everything, in fact, excepting the body 
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and the tires. As the engine and carburetor may be used 
for other purposes than for motor cars, they are dutiable 
at 20 per cent if imported separately. In order that the 
correct basis of value for duty may be readily arrived at 
by customs’ “officers in Australia, it has been decided by 
a departmental order: 


(a) That each invoice for motor cars shipped to Australia 
shall set out, in addition to the price to be paid for the com- 
plete car, a statement showing the country of origin and the 
prices ordinarily charged for home consumption in the country 
whece exported, of the chassis, body, footboard, mudguards, 
tires and lamps, when sold separately. 

(b) That a declaration in the following terms shall be made 
on the face of each invoice, by the manufacturer or supplier, 
or by some person authorized on his behalf. 

t manufacturer or supplier of the goods 
described in this invoice, do hereby declare that the prices 
shown thereon for the complete car and for the several parts 
are not less than the prices charged to purchasers of similar 
a and parts for home consumption in this country. 

itness 


CUNARD LINE IN CANADA 


The Cunard Line has elected Robert W. Reford, presi- 
dent of Robert Reford Company, Ltd., to the board of di- 
rectors of the Cunard Steamship Company, Ltd. This com- 
pletes a union between the Cunard Steamship Company 
and the Robert Reford Company, the former acquiring an 
interest in a reorganization of the Robert Reford Company, 
the new board of directors being composed of R. W. Re- 
ford, president; W. L. Gear, vice-president, together with 
Sir T. Ashley Sparks, K.B.E., director of the Cunard Steam- 
ship Company, Ltd., W. A. Coates, Wm. Phillips and S. 
Barrow. 

The Cunard Line includes lines of steamers trading on 
every ocean in the world, the combined services being 
known as the Cunard Allied Lines. The Cunard com- 
pany was originally organized in Halifax in 1840 by Sir 
Samuel Cunard of that city, for the carriage of mails be- 
tween Halifax and Great Britain. Subsequently the chief 
ports utilized on this side of the water were New York 
and Boston, but in 1911, through the purchase of the pas- 
senger steamers of the Thomson Line, controlled by the 
Cairn Line of Steamships, Ltd., a weekly passenger serv- 
ice between London and Montreal was established. More 
recently the Cunard Line has initiated services to Bristol 
and Rotterdam, through the acquisition of the steamship 
interests and connections of the Canadian Northern 
Railway. 

The Cunard Allied Lines embrace: The Cunard Line’s 
main services—New York-Southampton; New York-Liver- 
pool; New York-London; New- York-Bristol; Baltimore- 
Bristol; New York-Mediterranean; New York-Antwerp; 
New York-Rotterdam; Boston-Liverpool; Boston-London; 
Boston-Glasgow; Philadelphia-Bristol; Philadelphia-Lon- 
don; Montreal-Falmouth-London; Montreal-Bristol; U. K.- 
Mediterranean; U. K.-Levant and Black Sea; U. K.-French 
Ports. 

The American-Levant Line, with services from New York 
to Levant ports. 


The Anchor Line, with services between Glasgow and 
New York; Glasgow-Manchester and Liverpool, via Gibral- 
tar to Port Said, Suez and Bombay, returning via Suez 
Canal ports, Marseilles and Gibraltar, also services to 
Genoa, Leghorn, Palermo and Gibraltar, to and from New 
York; the Anchor-Donaldson Line, with services to and 
from Glasgow to Montreal and Quebec in the summer, and 
to and from St. John, N. B., and Portland, Me., in the 
winter; the Anchor-Brocklebank Line, Glasgow and Liver- 
pool to Port Said, Suez and Calcutta, returning via Co- 
lombo and Suez to London, Hull, Dundee and the Conti- 
nent; the Well Line, from Middleboro and London to In- 
dian ports; the Commonwealth and Dominion Lines, with 
regular sailings from London, Liverpool and Glasgow to 
Australian and New Zealand ports; also from New York 
to Australian and New Zealand ports, at times returning 
via Cape Horn with frozen meat, wool and general cargo 
and at other times by the Cape of Good Hope and Las 
Palmas. 

The Robert Reford Company has been in the shipping 
business for over fifty years and has branches at Quebec, 
St. John, N. B., Halifax, N. S., Toronto and Portland, Me. 

It is the intention of the Cunard Line to increase its 
Canadian trade, not only to London and Bristol and other 
United Kingdom ports, but to Antwerp and Rotterdam, 
where it has re-opened its offices closed during the war, 
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and, when opportunity offers, to Mediterranean and Black 
Sea ports. 


EXPORT AND IMPORT RULES, ETC. 


The Traffic World Washington Bureau. 


The War Trade Board announces, effective July 1, that 
all control over the exportation and importation of wheat 
and wheat flour heretofore vested in the board, under title 
7 of the espionage act and section 11 of the trading with 
the enemy act, respectively, will, in accordance with the 
proclamation issued by the President, on June 24, 1919, 
under section 6 of the so-called “Wheat Guarantee Act,” 
approved March 4, 1919, be transferred to and vested in 
the United States Wheat Director. All outstanding un- 
used export or import licenses issued by the War Trade 
Board for wheat or wheat flour will be revoked, effective 
July 1, 1919, and collectors of customs have been advised 
that said licenses are of no further force or effect. 

The board announces further that wheat and wheat 
flour will be removed, effective July 1, from the export 
conservation list, and from the list of restricted imports 
of the War Trade Board. 


The War Trade Board: announces that the export con- 
servation list, as of July 1, 1919, is as follows (it will 
be noted that flour, as follows: wheat; and grains, as 
follows: wheat, except seed wheat, are no longer on the 
list) : 

*Ammunition, X-2. 

*Cartridges and shells, loaded and unloaded, X-2. 
*Shot, in bulk, X-2. 

*Coal. 

*Coke. 

*Explosives, X-2. 

*Firearms, all types, X-2. 

*Individual licenses not required to Canada and Newfound- 
land. Shipment of these commodities to those destinations 
may be made under Special Export License RAC-63. 


The War Trade Board announces that shipments of coal 
may now be made from all ports on the Atlantic seaboard, 
and that the collectors of customs have been notified to 
disregard the provision contained in export licenses al- 
ready issued to the effect that shipment must be made 
from Philadelphia or ports south thereof. 

The War Trade Board announces that the province of 
Slovakia, as well as the provinces of Bohemia and Mora- 
via, may be considered as included within the territory 
of Czecho-Slovakia, trade between which and the asso- 
ciated governments was re-established on February 13, 
1919. 

War Trade Board Ruling 594, issued February 13, 1919, 
is amended by the inclusion of the province of Slovakia 
within the definition of the territory with which trade is 
re-established. . 


THROUGH EXPORT LADING BILLS 


The Trafic World Washington Bureau. 


Against the judgment of a considerable part of the traffic 
division of the Railroad Administration, Director-General 
Hines has ordered the restoration of through export bills 
of lading, without settlement that Atlantic steamship lines 
shall pay demurrage and storage charges resulting from 
failure on their part to accept freight at the time they 
contracted to remove it. The restoration will take place, 
according to an announcement, June 28, by Mr. Hines, 
as soon as tariffs can be prepared. 

Steamship lines serving Pacific ports haye agreed to 
assume storage and demurrage charges caused by them. 
The Japanese line, the only one carrying a service from 
any of the gulf ports, will follow the agreement that is to 
be in effect at Pacific ports. 

As to exports through Atlantic ports, moving on through 
bills, shippers will have to guarantee storage and demur- 
rage charges arising through the failure of the steamship 
lines to move the goods as expeditiously as they led 
shippers to believe they would. The failure of the steam- 
ship lines to enter into such an agreement leaves them 
free, without loss, to disregard the space they have booked 
for a particular shipment, whenever it is to their interest 
so to do. If, after they have said they would be able 
to move freight at about a certain day, they decide not 
to move it, the shipper will be liable for the storage 
and demurrage charges arising on the goods he may have 
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sent to the port on the space reservation he made, but 
which the steamship line did not observe. 

Negotiations with the Atlantic lines will continue, the 
Railroad Administration hoping to persuade the steamship 
lines that it would be good business for them to enter into 
such an agreement. 

This restoration of the through bill is at the earnest 
request of shippers, who brought great pressure on the 
Railroad Administration for it. They can negotiate 
through bills, and that is the chief reason for their exer- 
tions for restoration, even under conditions that will pre- 
vail at Atlantic ports. They are willing to run the risk 
of demurrage and storage charges in exchange for the 
piece of paper that will enable them to obtain money on 
goods that may not be delivered for months after the 
bank has made loans on the goods moving on the through 
bills. 

The export businezs will continue tu be handled on 
the permit basis that has been in effect ever since the 
British Ministry of Shipping, in 1916, took charge of 
British ships and routed them in accordance with war 
needs. A year before the United States entered the war, 
no shipment for export was handled to an Atlantic port 
until after the “shipping executive,” or the British consul- 
general had informed the American railroad that it might 
bring goods for export to New York or some other Ameri- 
can port. 

American shippers had to put up with such supervision 
of their business because the British government con- 
trolled practically all the ships entering American ports at 
that time. After the United States Shipping Board be- 
came a factor in the shipping business, the permit sys- 
tem was continued because the American government was 
co-operating with the British and other governments of 
the entente alliance, and failure to co-operate in the 
shipment of goods across the Atlantic would have been 
intolerable. The permit system must be continued, traffic 
and operating officials of the Railroad Administration be- 
lieve, because otherwise the Atlantic ports would be 
blocked in less than a month almost as seriously as they 
were in 1917. 

Before the war there was almost unlimited free time 
at the ports on export shipments, the railroads encourag- 
ing shippers to send goods to the ports and storing them 
in railroad warehouses against the time when they would 
have orders for them. The railroads had plenty of ware- 
house space and it was of little concern to them that some 
of the goods were on hand for six months or more. All 
that changed when the European war called for American 
goods in larger volume than the ships could carry them 
away. In the latter part of 1916 the Commission allowed 
the carriers materially to reduce the free time, and in 
the early part of 1917 the anomaly of demurrage or stor- 
age being imposed on goods moving on through bills of 
lading was established by the railroads with the permis- 
sion of the Interstate Commerce Commission. The im- 
position of demurrage and storage had to be made not- 
withstanding the fact that everything was moving on 
permits, bccause ships were being diverted by orders of 
the British government so that even after a shipper had 
made a reservation of ship space and had obtained a per- 
mit, the equipment had to be freed by the imposition of 
terrific demurrage charges and warehouses kept com- 
paratively free by the imposition of storage charges much 
higher than the pre-war. 

Director-General Hine’s announcement of June 28 is as 
follows: 

“An understanding has been reached between the Rail- 
road Administration and practically all the steamship com- 
panies operating on the Pacific Coast, under which those 
companies will assume any demurrage or storage charges 
for which they may be responsible in connection with 
through export bills of lading issued by the railroads 
under federal control through those ports, that understand- 
ing to be effective as soon as tariffs can be published. A 
similar understanding has been reached with Osaka Shosen 
Kaisha, which has recently inaugurated service between 
the port of New Orleans and the Far East. 

‘Negotiations to bring about a similar understanding 
with steamship companies operating from Gulf to South 
Atlantic ports are being conducted. 

“In January, 1918, on account of the crucial situation 
existing as to ocean tonnage, due to the war, through 
export bills of lading via North Atlantic ports were dis- 
continued, but with the signing of the armistice and the 
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consequent gradual release of shipping, with increased 
opportunity for export trade, the exporters of the United 
States have been anxious that through bills of lading 
through these ports should be reinstated. The through 
export bill of lading is of no direct value to the 
railroads; on the contrary, it is a source of ex- 
pense and increased responsibility, but recognizing the 
great importance of this document to exporters, the Rail- 
road Administration has been endeavoring for several 
months to arrange with the north Atlantic steamship lines 
for re-establishment of the export bill of lading under 
conditions that will be satisfactory to all interests. 

“Prior to January, 1917, at the time export bills of 
lading were being issued, the free time allowed at those 
ports was ten days, the tariff providing that unless the 
cargo was lifted within that period, any demurrage or 
storage charges which might accrue would be guaran- 
teed by the shipper. These regulations were approved by 
the Interstate Commerce Commission. 

“Efforts have been made by the Railroad Administration 
to bring about the same understanding as to north Atlantic 
ports as has been reached with regard to Pacific ports, 
namely, that the steamship companies assume any storage 
or demurrage charges that might accrue due to their fail- 
ure to lift the cargo on the contract date, or within the 
contract period or free time period. To facilitate this 
understanding, the Railroad Administration offered to ex- 
tend temporarily or until shipping had resumed normal 
conditions, the free time period to fifteen days. 

“Up to the present time it has been impossible to per- 
suade the steamship companies serving north Atlantic 
ports to assume this storage or demurrage, as has been 
done with regard to Pacific ports. 

“In order to go as far as possible in meeting the de- 
sires of the exporters, and pending further discussions 
with the steamship companies, the Railroad Administra- 
tion has made arrangements to issue instructions to ~>:- 
store through export bills of lading via north Atlantic 
ports on the basis that prevailed prior to January, 1918, 
namely, that through bills of lading will be issued to 
shippers who will agree to assume any demurrage or 
stcrage charges which may accrue in accordance with 
published tariffs. 

“At the present time all export traffic through north 
North Atlantic ports is handled on permits covering inland 
transpcrtation, for which permit applications are made by 
the steamship companies in most instances, such applica- 
tions indicating the contrected sailing date. 

“If the cargoes are not lifted by the steamship com- 
panies in accordance with their contracts or promises, 
there will be an effort to handle permits so that conges- 
tion of traffic will not result and so that the expense 
incident to storage or demurrage charges which may ac- 
crue due to failures on the part of steamship companies 
will be reduced to a minimum.” 


FUEL PERFORMANCE 


The Trafic World Washington Bureau. 


The fuel conservation section of the Railroad Administra- 
tion’s Division of Operations has prepared statistics per- 
taining to the fuel performance in freight and passenger 
service for the quarter ended with March of this year, 
compared with the corresponding quarter of 1918. 


A saving of 12.3 per cent was made in fuel consump- 
tion in the freight train service, and 12.5 per cent in the 
passenger train service. The estimated savings in dollars 
for both freight and passenger train service was $11,263,- 
774. The saving in freight service is estimated at $7,733,- 
170, and in passenger service $3,530,604. 

In determining the estimated total saving in freight 
train service for all roads in a region, it was assumed 
that the average per cent of saving for the whole region is 
the same as the average per cent of saving for the roads 
in that region, for which complete information is avail- 
able. The grand total saving for all regions has been 
assumed to be the sum of the regional totals. The Poca- 
hontas region freight train service total is omitted be- 
cause it was believed the information on which to base 
the estimate was inadequate. The totals hereinbefore 
stated, therefore, are to be understood as the totals of 
all regions except the Pocahontas. 
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BILL OF LADING CASE 


The Trafic World Washington Bureau. 


Though the Commission has definitely decreed that its 
order in the bill of lading case shall become operative 
bepreluiver 6, luany Of tnose who have been closely con- 
nected with that matter believe it will not become effect- 
ive unless the Commission, in its report on the live stock 
section of the case, prescribes a definite form for the 
straight and the order bill of lading, conforming strictly 
with the language of the Pomerene bill of lading law. 
There is doubt about the effective date, even if the Com- 
mission does that. The carrier corporations, influenced, 
probably, by the attitude of officials of the Railroad Ad- 
ministration, though not controlled by it, are consulting 
on the bringing of a case in the courts to test the validity 
of what the Commission has ordered. 

As a practical matter, two forms of bill for domestic 
commerce are believed by many who have been trying 
to bring about uniformity, to be a necessity, even if the 
language of the Pomerene law did not, as many believe, 
deprive the Commission of power to say that only one 
printed form is necessary. , 

As to the form of export bill of lading laid down in the 
report, expert opinion seems to be crystallizing on the 
proposition that that will not do at all, because it is 
neither a straight nor an order bill and cannot be con- 
verted into either without material changes. 

In its desire to simplify and make uniform, the Com- 
mission, in its order, prescribed only one form of domestic 
bill and only one form cf export or ocean Dill. It did 
that on the theory that by proper endorsement the ship- 
per could convert the straight bill into an order bill. The 
form, as prescribed, calls for the printing of the words, 
“Not negotiable.” Section 13 of the Pomerene law says 
that “any alternative addition or erasure in a bill after 
its issue, without authority from the carrier issuing the 
same, either in writing or noted on the bill, shall be 
void, whatever be the nature and purpose of the change, 
and the bill shall be enforceable according to its original 
tenor.” 

The object of the act being to give bills of lading a cer- 
tain and definite standing as instruments of credit, it is 
suggested that erasure of the words, “not negotiable,” even 
when made by the agent of the carrier, raises the question 
in the mind of a banker or other person to whom it is 
offered as collateral for a loan or as part of the docu- 
ments attached to a draft, as to when the change was 
made. Therefore, one of the chief objects of the statute 
is made difficult, if not impossible. 

It is suggested that it is no answer to say that the 
change in the printed form can be made in such way, by 
the agent of the carrier, as to make it almost impossible 
for any banker to be deceived by a bill that was changed 
after issuance. The answer to that, it is suggested, is 
that the language of the Pomerene act being what it is, 
the best way to comply with the law is to prescribe two 
forms, so that there can be no question as to whether 
a change was made before or after, by making it unneces- 
sary to make a change at all. 

Another criticism of the single form is that in no place 
does it show the words “order of,” which are the words 
of the Pomerene statute defining an “order” or “order 
notify” bill of lading. Every order bill, therefore, would 
have to show an alteration of the printed form, thereby 
raising the question as to whether the alteration was 
made before or after the bill was issued by the agent 
of the company. 

There is no blank space in the single form, under the 
word “destination” for the direction to “notify” such and 
such a person that the goods have arrived, and thereby 
let him know that if he pays the draft to which the bill 
cf lading is attached, and which is in a bank of which he 
as been apprised, the bill will be surrendered to him 
and he may have the goods. 

At present the straight bill, which is defined by the 
Pomerene law, is printed on white paper. The “order” 
bill is printed on yellow paper. Judging from the com- 
munications of printers and shippers, not to mention car- 
riers. both classes desire to continue the issuance and use 
of bill forms, the color of which would indicate whether 
it is negotiable or otherwise. 

The Commission’s report proceeds on the theory that 
two forms are not necessary. Therefore its prescription is 
one form with the words “duplicate original” and “not 
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negotiable” printed on the face, the agent of the shipper 
crossing out the words necessary to be eliminated to show 
what kind of bill he desired to issue. The criticism as 
to that is that both agent and shipper may forget that 
detail, which would be minute in comparison with the ma- 
jor act of choosing a white or yellow piece of paper. 
Another point is that no matter what the shipper or the 
agent desired to do when he used a yellow form, what 
he did would be the issuance of an order bill of lading. 
If he used a white form, it would be a straight bill. No 
bank would be in doubt as to the character of the bill, 
regardless of the intention. With only one form, every 
order bill of lading tendered to a bank or money lender 
would raise the question as to what character of bill had 
been issued when the agent attached his signature. 

Still another point made against the Commission’s form 
is that it contains a blank space for “mail or street ad- 
dress of consignee—for purposes of notification only.” 
Nearly every order bill of lading is issued for the single 
purpose of retaining title to the property in the consignor 
‘until a possible consignee has paid for it. The consignor, 
therefore, makes himself the consignee. The blank space 
in the Commission’s form is for the mail or street address 
of the consignee. The consignor-consignee may desire to 
know when his goods arrive at destination, but what he 
mest desires is the money. What he wants is that a 
notice that the goods have arrived be sent to a man with 
whem he has made a contract to sell the goods, but who 
has declined to, pay until they arrive, if that arrival be 
within a reasonable period. He has no desire to be in- 
formed that the goods have arrived by any method other 
than the payment of the draft attached to the bill of 
lading, which will be surrendered to the man to be noti- 
fied as scon 2s he pays the draft. 

Representations along the foregoing lines have been 
made to Commissioner Woolley and Attorney-Examiner 
C. R. Marshall, who prepared the report and prescribed 
the form. They have appeared to take the representa- 
tions as having weight, though at one time that may not 
have been the fact. Those who have made them ‘resent 
any suggestion or intimation that they are technical in 
the sense of being hypercritical. They are technical in 
the sense that bills of lading, like other credit instruments, 
are technical matters which may not, without danger, 
be handled in anything other than in a precise manner, 
es, for instarec2, a promissory note. Any change in the 
form of a promissory note immediately arrests the atten- 
tion of a banker or money lender. The desire of those 
who carried on the propaganda that resulted in the enact- 
ment of the uniform bill of lading law in twenty-odd 
states and then by Congress, notwithstanding the objec- 
tions of William C. Adamson, during his incumbency of 
the chairmanship of the House committee on interstate 
and foreign commerce, was to give bills of lading as 
definite standing as instruments of credit as drafts, bank 
checks and bills of exchange. 

It is represented that if the Commission, in behalf of 
simplicity, fails to conform to the language of the bill of 
lading law, the situation will be as bad as, if not worse 
than, it is now. The constitutionality of the Pomerene law 
has been affirmed by the Supreme Court in the Ferger 
case. The Commission, back in 1908, made a report point- 
ing out the desirability of giving bills of lading a definito 
standing, but under the law as it then stood the Commis: 
sion had not the power. Later it got the power and it 
made another report. In the earliest drafts of what is 
now the Pomerene law the definite form of bills was pre- 
scribed. Commissioners Clements and Clark opposed tho 
enrctment of such a law, claiming that the Commission, 
having the power to prescribe the form and substanco 
of bills of lading. should not be divested of that power. 
Therefore, the draft was amended -by the elimination 
of the forms. However, the two kinds of bills of lading 
are defined in the second and third sections of that act. 

In the second section, a straight bill is defined as one 
“in which it is stated that the goods are consigned or 
destined to a specified person.” 

The third section says “that a bill in which it is stated 
that the goods are consigned or destined to the order 
of any person named in such Dill is an order bill.” 


If only one form is to be printed for use and that the 
form for straight bills, then every order bill will have to 
be an altered instrument. The burden of proving to a 
banker that it was not altered after its issuance by 
the carrier will be on the man who desires to retain title 
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to his property until the vendee has paid the draft he 
desires to put through the bank, so that he may have the 
capital invested in the goods for use while they are in 
transit, on the payment of interest to the bank lending 
money on the credit of the vendor and the fact that he has 
made arrangements to retain title in the property until the 
vendee had accepted and paid the draft. 

The very object of the law was to make order bills 
easily negotiable, by surrounding them with safeguards, 
which, if not observed by the carrier, will make it liable 
to the holder of the bill for either the goods or the money. 

Attorneys and traffic officials of the carriers desire the 
Commission to go a step farther and prescribe not only 
the form and color but also the size of the sheets of 
paper on which bills of lading may be printed. Shippers, 
for their own convenience, have been printing their own 
bills of lading. They have made them of sizes that please 
themselves, regardless of the fact that when a bill of lad- 
ing printed for Jones goes into the files of the carrier, it 
becomes the neighbor of bills printed for Smith. Differ- 
ence in sizes mean distorted files, and that is something 
the carriers desire to avoid. 

The Commission’s jurisdiction over export bills, if there 
is such a thing, covers only that part pertaining to the 
transportation to the port. It is pointed out by those who 
hope to persuade the Commission to prescribe two forms 
for domestic bills that if the Commission has jurisdiction 
over the bill covering the transportation to the port, then 
the Pomerene act applies to the form of export bills just 
as it does to the domestic. Nearly everything that has 
been said in criticism of the form prescribed by the Com- 
mission for use on domestic shipments applies with equal 
force to the export or ocean bill. Those who think they 
are experts in the matter believe the form for export 
is so peor that it is a question whether it is even a good 
straight bill. 


ADMINISTRATION CLAIM POLICY 


The Trafic World Washington Bureau. 

So far as the law branch of the Railroad Administra- 
tion is involved in the settlement of loss and damage 
claims, the decision of the Commission in the bill of 
lading case has not yet acquired any meaning. The claim 
agents will continue to decline claims based on anything 
other than the “invoice value,” the decision of the Com- 
mission in the bills of lading case and the Cummins 
amendment to the Carmack amendment to the contrary 
notwithstanding. The law branch is considering the ques- 
tion as to whether the decision of the Commission should 
receive recognition from the claim agents prior to the 
effective date of the order in the bill of lading case, 
September 8&8. 

The status of “invoice value” settlements is the same 
as that of “concealed loss and damage” claims. Both 
are under consideration. by the lawyers for the Railroad 
Administration. The Director-General’s desire that the 
Railroad Administration obey the rulings of the Commis- 
sion is not operating, as yet, on those matters. 

A letter from W. H. Chandler, manager of the trans- 
portation bureau of the Boston Chamber of Commerce, to 
J. H. Howard, manager of the claims and property pro- 
tection section of the Railroad Administration has directed 
attention to the fact that since March 1 last the claim 
agents have been disposing of claims on a basis that was 
condemned by the Commission in Conference Ruling No. 
387, and later by the Cummins amendment forbidding 
the carriers to limit their liability incr loss and damage 
in any way. The Chandler letter inquired of Mr. Howard 
whether he had considered any modification of his circu- 
lar of March 1. Mr. Howard, in answer to an inquiry by 
The Traffic World, said the matter was under considera- 
tion by the Law Division. The Chandler letter is as 
follows: 

“My attention has been directed to your letter of the 
7th instant, File JHH 121-H, to Freight Claim Agent Bid- 
well, of the Boston & Maine Railroad, this city, and en- 
closure, which is a copy of your letter of May 13, same 
file, to Hart, Schaffner & Marx, Chicago. In these com- 
munications you assert that claims for loss or damage shall 
be settled by the carriers on the basis of the bona fide 
invoice value, provided the date of the invoice concurs 
substantially with date of shipment, even though the in- 
voice value is the contract price of shipper to consignee, 
made some time preious to date of shipment. 
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“The bill of lading has contained no reference to the 
‘invoice value’ since the Cummins amendment was en- 
acted by Congress. This amendment prohibits carriers 
from limiting their liability in the manner specified in 
your circular. Even before the Cummins amendment was 
placed on the statute books, the Interstate .Commerce 
Commission, in Conference Ruling 387, had held that the 
old ‘invoice value’ clause in the bill of lading was not 
applicable to a shipment made several weeks later than 
the contract of sale.’ Since your Circular 6 of March 1, 
this year, was issued, it has been used by carriers’ claim 
agents to evade payment of claims computed as specified 
in the bill of lading on the basis of value at time and 
place of shipment. The claim agents now refuse such 
claims, notwithstanding the fact that their practice pre- 
vious to the issuance of your Circular 6 was to honor such 
claims in accordance with the Commission’s conference 
ruling and the plain intent of the law. 

“Your Circular 6 was to apply pending the Commis- 
sion’s decision in the bill of lading case, as stated in 
your letter of the 7th inst., to Mr. Bidwell. We now know 
the Commission’s decision, and I shall appreciate it if you 
will let me know if the Railroad Administration will in- 
sist on a further observance of Circular 6. We do not feel 
that there is any justification for the railroads forcing 
claimants to sue in such cases when it is so obvious that 
your instructions are diametrically opposed to law. Have 
you considered any modification of the circular re- 
ferred to?” 


NEW ENGLAND ROADS PAY CLAIMS 


The following correspondence has passed between As- 
sistant Secretary E. F. Lacey, of the National Industrial 
Traffic League, and E. J. Pearson, federal manager of the 
New York, New Haven & Hartford Railroad, with respect 
to the payment of legitimate loss and damage claims 
where the statutory period of two years and one day, 
provided in the bill of lading, has expired: 

“Federal Manager, New York, New Haven & Hartford 

Railroad Co., New Haven, Conn. 

“Dear Sir:—I have just been informed that instructions 
have been issued by the federal managers of the eastern 
railroads, instructing claim agents to pay legitimate loss 
and damage claims where the statutory period of two years 
and one day provided in the bill of lading has expired. 

“If so, I should be very glad to receive a copy of the 
circular in question. Yours truly, 

“E. F. Lacey, Assistant Secretary.” 
“EK. F. Lacey, Assistant Secretary, The National Industrial 

Traffic League, Chicago, III. 

“Dear Sir:—Replying to yours of June 16, with reference 
to payment of legitimate loss and damage claims where 
the period of two years and one day provided in the bill of 
lading has expired: 

“So far as I know, no circular in this connection has 
been issued to the eastern railroads. The matter, how- 
ever, was discussed at a meeting of the federal and gen- 
eral managers of roads in New England in May, called by 
the district director, at which the conclusion was reached 
that loss and damage claims of merit would be paid re- 
gardless of this clause in the bill of lading. 

“Yours truly, 
“E. J. Pearson, Federal Manager.” 


LOADING OF FREIGHT—NORTHWESTERN REGION 


Following is the revenue freight loading of railroads in 
the Nerthwestern Region for the week ending June 24, 
compared with the corresponding period last year: 






















Cars loaded. 
1919. 1918 


Grain and grain products.....:..ccccsccvecses 
Live stock 
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Miscellaneous 


Total 


182,047 


CHANGE IN DOCKET 


The Commission has canceled the assignment in 10537, 
Terre Haute Chamber of Commerce vs. P. C. C. & St. L. 
et al., June 28, at Terre Haute, Ind.,, before Examiner 
Trezise. 
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STATUS OF LEGISLATION 


The Trafic World Washington Bureau. 


The House committee on interstate and foreign com- 
merce will begin hearings July 15 on the Esch-Pomerene 
bill. Chairman Esch said the committee had agreed on 
that date. It had been the intention of Mr. Esch to start 
the hearing as early as July 7, but some of the members 
of the committee, who were to be absent over the Fourth, 
were not sure they would be back in Washington on that 
date. 

It probably will be a week or more before the committee 
is ready to submit to the House its report on the Cummins 
bill, providing for restoration of the rate-making powers 
of the Interstate Commerce Commission. All the witnesses 
have not yet returned their testimony in corrected form, 
and the committee will not take up consideration of the 
bill in executive session until the printed testimony is 
available for reference. 

Senator Cummins, chairman of the Senate committee on 
interstate and foreign commerce, has not yet appointed the 
subcommittee that will consider the various plans offered 
for the solution of the railroad problem and draft bill. 
Senator Cummins said he was waiting to hear from Senator 
Townsend, of Michigan, who is away from Washington, as 
to whether he would serve on the subcommittee. He said 
he would appoint Senator Townsend a member of the sub- 
committee if he would take the place. It is not known 
who the other members will be except that Senator Cum- 
mins will be the chairman. There are to be five members 
altogether. 

After a_ strenuous life for last month, Congress 
took a recess until Tuesday, July 8, both houses adjourn- 
ing July 1. It had been planned to adjourn June 30, but 
differences which arose in the House over the sundry 
civil and army appropriation bills, prevented such action. 

Some committee hearings may be held while Congress 
is not in session. With the appropriation bills out of 
the way, Congress will get down to consideration of re- 
construction legislation. Both branches of Congress. will 
give early consideration to railroad legislation, which is 
regarded as one of the biggest probiems with which it 
will have to deal. 

The Senate Interstate Commerce Committee will meet 
July 7, to act on the Newberry pass resolution and the 
Wadsworth resolution asking for a complete financial state- 
ment from the Railroad Administration. 


TO GIVE STATES POWER 


The Trafic World Washington Bureau. 


Senator Sheppard, of Texas, who offered an amendment 
to the Cummins bill, which provides for restoration of the 
rate-making powers of the Interstate Commerce Commis- 
sion, to the end that state commissions would retain 
full control over intrastate rates, notwithstanding the 
decisions of the United Sates Supreme Court in the 
Shreveport and similar cases, has introduced in the Sen- 
ate a bill providing for amendment of the act to regu- 
late commerce, designed to carry out the purpose back 
of his proposed amendment to the Cummins bill. Sen- 
ator Sheppard withdrew the amendment referred to when 
the Cummins bill was under consideration because, he 
said, it was too large a subject to be disposed of at that 
time. 

The bill introduced by Senator Sheppard provides that 
section 1 of the act to regulate commerce shall be 
amended by adding, after the proviso in section 1, the 
following: 

And provided further, that nothing in this act, nor the 
exercise of any authority by the Interstate Commerce 
Commission by virtue thereof, shall absolve any railroad 
or other common carrier from obeying any rate, rule, regu- 
lation or practice of any state with respect to the trans- 
portation of passengers or property, or the receiving, de- 
livery, storage, or handling of property wholly within one 
state and not shipped to or from a foreign country, from 
or to any state or territory as aforesaid, unless and until 
such common carrier shall have secured the judgment of 
a court of competent jurisdiction holding such rate, rule, 
regulation or practice imposed as aforesaid, to be 
unreasonable.” 

The provisions of this bill conflict directly with that 
part of the Esch-Pomerene bill which provides that the 
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Interstate Commerce Commission shall have authority to 
adjust intrastate rates which are adjudged to be an undue 
burden on interstate commerce. The Sheppard bill was 
referred to the Senate committee on interstate commerce, 
where it will be considered along with the Esch-Pomerene 
bill. 


POLITICAL CAPITAL 


The Trafic World Washington Bureau. 


Charges that the Republicans misled the public by at- 
tempting to show that by recommending an appropriation 
of $750,000,000 for the Railroad Administration instead 
of $1,200,000,000 (the amount requested by Director- 
General Hines), a saving of $450,000,000 had been effected 
were made in the House, June 27, by Representative 
Kitchin, Democrat. 

Mr. Kitchin contended that the appropriation bill, as 
passed, was identical with that introduced in the last 
session by the Democrats,. which failed of passage be- 
cause of adjournment of Congress. 

“Under Democratic efficiency and economy, had not the 
Railroad Administration proceeded so far that in order 
for them to perfect their economic management, they had 
to ask for $450,000,000 more than they asked for when 
the Democrats were in power and did not the Republican 
bill cut that out?” asked Representative Moore of Penn- 
sylvania. 

“It was never a Democratic bill,” replied Mr. Kitchin. 
“The Railroad Administration is controlled by Republi- 
cans. More than three out of every four connected with 


the Railroad Administration are Republicans and if there 
has been any mismanagement or waste it has been by 
Republican officials.” 

Representative Kitchin also accused the Republicans 
of making similar “savings” in other appropriations. 


KENDRICK AND KENYON BILLS 


The Trafic World Washington Bureau. 


Amendments to the act to regulate commerce are pro- 
posed in the Kendrick bill (S. 2199), which, if passed, will 
put the packers, the stock yards and the handlers of 
poultry and poultry products, in commerce between the 
states, under a license system similar to that operated 
by the Food Administration during the war. The same 
is also true in respect to the Kenyon bill (S. 2202), which, 
in a little different language, proposes the same thing. 
The two bills were prepared by the same person or per- 
sons, and vary only in details. The amendments to the 
act to regulate commerce, proposed in both bills, are 
couched in substantially the same terms. The language 
of the amendments proposed in the Kendrick bill is as 
follows: 


Section 20. That the term “transportation’’ as used in the 
act entitled ‘“‘“An Act to regulate commerce,’’ approved Febru- 
ary 4, 1887, as amended, shall be deemed to include refrigerator 
ears of efficient type or types approved by the Interstate Com- 
merce Commission for the transportation of fresh meat, dressed 
poultry, poultry products, and dairy products. It shall be the 
duty of every carrier by rail subject to the provisions of said 
act to provide such cars in number sufficient from time to time 
to accommodate the reasonable need therefor on its lines, and 
to furnish the same with due promptness upon reasonable re- 
quest therefor and without unjust discrimination; and said 
earriers otherwise with respect to said cars shall be governed 
by the provisions of said act relating to transportation. 


No carrier by rail subject to the provisions of said act shall, 
after the expiration of six months from the date of passage of 
this act, employ in commerce any refrigerator cars for the 
transportation of fresh meat, dressed poultry, poultry products, 
or dairy products which are not owned or controlled by such 
carrier, except upon the condition that they may be furnished 
by the carier to any person making reasonable request for re- 
frigerator cars in accordance with the provisions of this sec- 
tion, under such arrangements as to just compensation and 
otherwise as may be made between the carrier and such per- 
son owning or controlling the same, with the approval of the 
Interstate Commerce Commission. The agreement embodying 
such arrangements shall be submitted in writing to the Inter- 
state Commerce Commission for approval, and if not disap- 
proved by it within thirty days after such submission shall be 
deemed to have been approved by it. ‘The failure of any such 
earrier to perform any duty or to comply with any requirement 
prescribed by this section shall be deemed to be an unjust 
practice within the meaning of said act of February 4, 1887, 
as amended, and said carrier shall be subject to all the lia- 
bilities, prosecutions and penalties provided therein for unjust 
practices by carriers, except that the amount of penalty for 
knowingly failing or neglecting to obey an order of the Inter- 
state Commerce Commission in reference thereto shall be $100 
for each offense instead of $5,000, as provided in section 16 of 
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said act; and any distinct violation shall be a separate offense, 
and in case of a continuing violaticn each day shall be con- 
sidered a separate offense. 

The Interstate Commerce Commisison is authorized to en- 
force the provisions of this section in the manner provided by 
section 15 of said act with respect to unjust practices of car- 
riers. In carrying out the provisions of this section the Inter- 
state Commerce Commisison shall ccoperate with the Secre- 
tary of Agriculture. 


The language of the amendments as proposed in the 
Kenyon bill is that the term “transportation” shall be 
deemed to include “refrigerator cars and special equip- 
ment cars of efficient type or types, approved by the Inter- 
state Commerce Commission for the transportation of 
fresh meat or perishable food or foodstuffs, and all facili- 
ties and services in connection with the movement, trans- 
fer in transit, ventilation, refrigeration, icing, storage 
and handling of such cars and the fresh meat or perish- 
able food or foodstuffs transported therein.” 

Both bills make it the duty of common carriers, by 
railroad, as the Kendrick bill says, or common carrier by 
rail, as the Kenyon bill says, to provide such cars in 
number, sufficient from time to time to accommodate the 
reasonable need therefor on its lines, and to furnish the 
same with due promptness upon reasonable request there- 
for, and without unjust discrimination.” 

The language of the Kendrick bill more nearly follows 
the wording of the ect to regulate commerce than does 
that of the Kenyon bill. The intent, however, of the Ken- 


yon bill to require carriers to furnish refrigerator cars 
for fresh meats and dairy products, it is believed, is as 
obvious as that of the Kendrick bill. 


VALUATION APPROPRIATION 


The Trafic World Washington Bureau. 


An attempt to reduce from $2,500,000 to $2,000,000 the 
appropriation for the valuation work that is being car- 
ried on by the Interstate Commerce Commission failed at 
a night session of the Senate, June 27, when the sundry 
civil bill was under consideration. The House passed 
the bill, with provision for $2,500,000, but the Senate com- 
mittee recommended a cut of $500,000. 


Senator Cummins, chairman of the interstate commerce 
committee, appealed for retention of $2,500,000, saying 
that the valuation work being done was very important, 
“for there is nothing this country wants to know or needs 
to know just now so much as the value of the railroad 
properties of the United States.” 


“I think it is of infinite value,” continued Senator Cum- 
mins. “I cannot understand how senators or the public 
should fall into the impression that the work that has 
been done by the Interstate Commerce Commission or by 
the valuation bureau of that commission is not of value. 
It is impossible to overestimate the value of that work. 
We have reached the time when in railway reconstruc- 
tion or readjustment we must know what these properties 
are worth.” 


Senatcr King of Utah favored cutting the appropria- 
tion to $1,000,000. 

“Why. not strike it 
Cummins. 

“I should like to do so,” replied Senator King. 

Senator King said he believed the valuation work was 
practically valueless. 

“My own observations are,” he said, “that several roads 
which heretofore have been physically valued by this Com- 
mission have now become bankrupt and are not within 
millions of dollars of the value they were physically or 
otherwise when the valuation was made. I cannot con- 
ceive of any corresponding advantages that will be de- 
rived from the large expenditure which will be made 
in order to complete this work or that the government 
has derived any advantages from the large expenditures 
which have heretofore been made. 

“It is only a short time ago when the market value of 
railroads in the United States was approximately $21,000, 
000,000—that is, the value of the stocks and bonds. To- 
day the railroads of the United States are not worth any 
more than $12,000,000,000, and they have shrunk in value 
as they will shrink in value under present conditions. A 
physical valuation, in my judgment, will be of no advan- 
tage to the government in any legislation which will be 
enacted by Congress and I deem these expenditures as 
worse than useless; they are wasteful.” 


out entirely?” asked Senator 
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The recommendation of the committee to reduce the 
appropriation was rejected. 

The Senate voted to increase the Shipping Board fund 
from $276,000,000, as provided by the House, to $491,000,- 
000. It was explained that the amount approved by the 
House was due to a miscalculation and that the board 
needed the additional amount to carry out its program. 


POWER OVER WATER RATES 


The Trafic World Washington Bureau. 


The United States Shipping Board, having never exer- 
cised jurisdiction over port-to-port rates on purely water- 
borne traffic, would not oppose nor be disturbed by juris- 
diction over these rates being lodged with the Interstate 
Commerce Commission as provided in the Esch-Pomerene 
bill, according to D. W. McKellar, manager of the rate 
and claim department of the Shipping Board. 

Mr. McKellar, in answer to questions, said the reason 
the Shipping Board had never exercised jurisdiction over 
such rates was chiefly because its legal department was 
not certain that the law conferred that power on the Board. 
He said the Board had confined its rate-making to shipping 
on the high seas except, in some instances, where cargoes 
were carried in new ships being brought from the Pacific 
coast to the Atlantic coast, the primary purpose being to 
get the ships from the west coast to the east. 

Representative Esch, chairman of the House committee 
on interstate and foreign commerce, says the Shipping 
Board’s jurisdiction over rates is confined to shipping 
on the high seas and that giving the jurisdiction mentioned 
to the Commission would not be changing it. 

He said the theory under which the part of the Esch- 
Pomerene bill relating to water rates was drafted, was 
that the Commission should have jurisdiction over port- 
to-port rates, including rates on shipments by water from At- 
lantic coast ports to Pacific coast ports, because such ship- 
ping is so wrapped up with rail shipments and with au- 
thority over the water rates lodged in the Commission that 
body could adjust differences growing out of water and 
rail competition. 

The view of Mr. Esch is that with the Commission 
having power to fix minimum rates and authority over 
port-to-port rates, it would be able to adjust situations 
growing out of the present application of the fourth section 
of the act to regulate commerce. He is not in favor of 
a rigid application of the long-and-short haul rule, but 
believes the power of adjustment should be lodged with the 
Commission. 


POST-WAR STATUS OF RATES 


The Trafic World Washington Bureau. 


Charles E. Elmquist, of the National Association of Rail- 
way and Public Utility Commissioners, discussing with The 
Traffic World the question of what will be the status of 
intrastate rates when the railroads are returned to private 
ownership, said it was his view that, without action by 
Congress, the rates existing at the time the roads were 
taken over by the government would be the legal rates. 

He took this position with regard to telegraph and tele- 
phone intrastate rates when he appeared before the House 
and Senate committees at the hearings preceding passage 
of the wire-return bill. His suggestion was that the tele- 
graph and telephone companies, when their properties were 
returned to them, file: petitions with the state commissions 
asking that the government-fixed rates remain undisturbed 
until hearings could be had as to whether they were 
reasonable. Mr. Elmquist believes the same procedure could 
be followed with respect to intrastate railroad rates. 

Congress, however, deemed it necessary to include a pro- 
vision fixing a period of time—as the bill finally passed, it 
was four months—during which the government-fixed tele- 
phone rates might remain in effect unless changed by duly 
constituted public authority having control over rates or 
by the companies voluntarily. No provision was made as to 
telegraph rates as the result of the Postal Telegraph-Cable 
Company stating that it would reduce its rates to the pre- 
war level and the Western Union not asking for remedial 
legislation. 

Congress based its action in enacting legislation of this 
character according to Chairman Esch, of the House Com- 
mittee, on the theory that it has the authority under its 
war power to continue such rates and tolls beyond the 
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period of the war, in order to provide for conditions aris- 
ing during and because of the war.’ Frederick C. Stevens, 
counsel for the United States Independent Telephone As- 


sociation, argued in favor of this theory before both the. 


House and Senate committees. 

It is generally conceded by those who have given serious 
thought to the question of the authority of Congress to 
legislate as to intrastate rates that it does not have the 
authority to enact such legislation in time of peace, The 
power it exercised as to the telephone rates was exercised 
under the theory outlined above. 

In regard to intrastate rates—railroad or telephone—Mr. 
Elmquist does not subscribe to the theory on which Con- 
gress based its action. It is his view that at the end of 
the war period the rates would return automatically to 
the basis that prevailed when the government took control 
under the grant of war power by the Congress. Therefore 
he made the suggestion that the matter of adjusting the 
existing rates be left to the companies and the state com- 
missions or other bodies having control. 

Representative Esch says it is his view that both inter- 
state’ and intrastate railroad rates, as fixed during govern- 
ment control, would remain in effect at the end of the 
period of federal control until changed by the Interstate 
Commerce Commission or the state commissions, re- 
spectively. 

Both Mr. Esch and Mr. Elmquist take the view that 
existing interstate railroad rates will remain in effect after 
the period of federal control until changed by the Inter- 
state Commerce Commission in accord with the provisions 
of the act to regulate commerce. It is their view that these 
rates will be legal after federal control because they were 
filed with the Interstate Commerce Commission. 

As to intrastate rates, however, it is the view of Mr. 
Elmquist that as these rates were not filed with the various 
state commissions they will not be legal at the end of 
federal control, but the rates on file with the state com- 
missions at the beginning of federal control would be the 
legal rates. Mr. Esch takes the view that as Congress 
gave the President the authority to fix intrastate rates 
under a grant of war power and that as the United States 
Supreme Court held that Congress had the authority to 
do this under the war power, the intrastate rates fixed 
by the President will be the legal rates until changed by 
the state commissions in accordance with the regular pro- 
cedure under the law. 

Congress, it is pointed out, could enact legislation with 
regard to intrastate railroad rates similar to that enacted 
in connection with the wire-return bill. This would not 
be done on the theory that Congress may legislate as to 
intrastate rates in time of peace—which it is conceded that 
it can not do—but on the theory that it was still acting 
under its war power and meeting conditions growing out 
of the exercise of that power. 


It is entirely probable that an effort will be made to 
have Congress enact such legislation with regard to intra- 
state railroad rates when the roads are returned to their 
owners—that is, a provision may be made that the existing 
intrastate rates shall remain in effect not longer than a 
specified period to permit adjustment between the carriers 
and the state commissions. While Representative Esch 
says Congress cannot legislate as to intrastate rates in time 
of peace, except as those rates may be adjudged an undue 
burden on interstate commerce, it is his view that Congress 
could temporarily prolong the ilfe of existing intrastate 
railroad rates under its war power as it did in the case 
of the telephone rates. 

In other words, Congress would be exercising war power 
and not the power it has in time of peace when there are 
no conditions growing out of war or out of the use 
of the war power on the part of Congress involved. 
This distinction must be drawn, it is pointed out, 
or there appears to be inconsistency in saying that 
Congress cannot legislate as to intrastate rates in 
time of peace and yet at the same time extend, as it 
did, the life of intrastate telephone rates. The words “time 
of peace” must be considered, it is pointed out, if the state- 
ments of those who contend Congress may extend the 
life of intrastate rates even after peace is officially de- 
clared are to be reconciled, as referring to normal con- 
ditions and not those which might exist as the direct 
result of war and of the use of war power by Congress. 
It seems to be a rather paradoxical situation—-Congress 
has no power in time of peace tq fix intrastate yates—and 


THE TRAFFIC WORLD 





21 


yet it has—if it happens that the “time of peace” follows 
a war. 


THORNE REPLIES TO HINES 


The Trafic World Washington Bureau. 


In reply to the statement of Director-General Hines 
before the House interstate and foreign commerce com- 
mittee to the effect that the interests of the public would 
be protected without the enactment of the Cummins bill, 
Clifford Thorne, appearing before the committee June 27, 
said it was of vital importance that the bill be passed. 

“As to whether there is any pressing necessity for this 
measure,” said Mr, Thorne, “I asked Senator Cummins 
this morning before coming to the committee, what he 
considered the situation to be, from the standpoint of 
people generally. He stated he had received more than 
1,000 letters and telegrams from all parts of the United 
States favoring immediate passage of the bill. He had 
received messages from commercial organizations from 
most of the important cities and from practically all 
large organizations of shippers which he knew anything 
about. In his entire experience on the Senate interstate 
commerce committee he said he has never had such a 
univrsal demand for enactment of any measure concerning 
which he had any knowledge.” 

Mr. Thorne said he saw no reason for opposing some 
of the minor changes that had* been suggested should be 
made in the bill, but other suggestions struck at the 
very heart of the measure. He said, although he was in 
favor of restoring state control over intrastate rates, that 
if such an amendment would endanger passage of the Dill 
it should not be included. 

“It is of paramount importance that you immediately 
restore the full powers of the Interstate Commerce Com- 
mission and of the courts to the condition existing prior 
to the war,” he said. “A gentleman connected with one 
of the departments of the government has stated to you 
that he saw no pressing necessity for such action at this 
time or during the next six months. In reply, I beg to state 
on behalf of several hundred thousand shippers belonging 
to the several national organizations of the live stock, oil 
and grain industries of the United States, that it is more 
important that the suspension powers be fully restored 
to the Commission during the next six months than it 
has ever been in the past or probably will be in the 
future. This is true because the railroads are conscious of 
the fact that they have only a short tenure of the supreme 
power you gentlemen have granted to them through gov- 
ernment operation of the railroads. 


“The federal control law, as worded today, provides 
that our railroads are subject to the statutory law, state 
and federal, and to the common law, except where they 
may conflict with orders of the President. According to 
the decision of several courts, state and federal, this law 
has conferred upon the President legislative powers. It 
has made him superior to our state laws, to our federal 
laws, to our courts, and to the United States Congress by 
its own act. And Mr. Hines has appeared before you 
requesting that the clause requiring the railroads to be 
subject to the law of the land except where such law 
conflicts with the orders of the President should be re- 
tained in the present law. I could cite to you instance 
after instance where this enormous power has been exer- 
cised. And the President has conferred this colossal power 
upon the quiet-spoken, courteous gentleman who addressed 
you yesterday, a gentleman who has no superior in keen, 
far-sighted, shrewd ability of the very highest type among 
all the railroad men of the United States with whom I 
have ever come in contact. 


“There has been no organized industry in the history 
of this nation that ever had conferred upon it such colossal 
power as. you gentlemen have given to the organization of 
railroads headed by Mr. Hines, formerly of the board of 
directors of the Atchison, Topeka & Santa Fe Railroad 
Company, in what is known as the United States Railroad 
Administration. You did that because of a war emergency. 
Now that General Foch has so thoroughly devitalized the 
German army that it is considered helpless amongst the 
military experts of the Allies and in view of the fact 
that the Germans in despair are sinking their own battle- 
ships, hasn’t the war emergency ceased for the present, at 
least, so far as the United States is concerned? And is it 
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not time to put business back on the normal peace basis 
just as quickly as possible? 

“That is what the American people want. 
begging for it. 

“There is a sort of halo around the head of this man 
Hines. It isn’t simply an ordinary crown. It is more 
exalted than that. Hines, sitting here in this room, a 
man who has spent his lifetime in railroad service and 
who undoubtedly expects to spend the rest of his life in 
the employ of railroads, has been authorized by the United 
States Congress and by the President to set aside acts of 
Congress, legislatures, and decisions of commissions and 
courts. I think we are pretty well agreed that it is time 
for crowns and halos and scepters to be put into the dis- 
card. We want that clause which says, in effect, that 
the laws of this country shall apply to our railroads except 
where such laws conflict with the orders of His Majesty, 
the Right Honorable Mr. Hines, formerly of the Santa Fe 
Railroad, stricken from the statute books. 

“Not one word of this should be interpreted as a per- 
sonal attack on Mr. Hines or any of his associates, to the 
slightest extent. It is simply a criticism of a system, 
which we believe is fundamentally wrong under peace 
conditions.” 

Mr. Thorne said the testimony of Director-General Hines 
indicated that rates may be changed in the near future. 
He said under existing conditions no changes in rates 
should be made. He said he believed it would be a better 
policy for the people to bear part of the burden rather 
than place it on individual groups of shippers, some of 
whom could not pass the increase in rates on to the con- 
sumer. 

“This is a time to sit tight,” he said. 
for a general advance in rates.” 

Representative Sims asked Mr. Thorne whether, if the 
bill was passed as desired, there would be any reason 
for further government operation of the railroads, in view 
of the fact the control over at least interstate rates would 
be taken from the President. Mr. Thorne said he believed 
government operation should continue until the existing 
uncertain period is passed and that the government would 
still have control of operation. 

Charles E. Elmquist, of the National Association of 
Railway and Public Utility Commissionsers, urged that 
the committee consider seriously the proposed amendment 
offered by B. M. Robinson, in behalf of electric roads, 
which would permit them to enter into contracts with 
the government. He said the war emergency had passed 
and there was no military reason for such action. 

With Mr. Thorne’s testimony, the committee concluded 
the hearings on the Cummins Dill. 


They are 


“It is no time 


INQUIRY AS TO PASSES 


The Trafic World Washington Bureau. 


The fact that caused Senator Newberry to offer his reso- 
lution asking the Railroad Administration for a record of 
passes issued by it, is the number on one piece of paste- 
board that came under his eyes. It was an annual, good 
on every railroad in the country, and the number was 
considerably above 10,000. He wondered how the Railroad 
Administration, if it observed the rules of the Commission 
governing the issuance of passes, could put out more than 
10,000 annual passes good on all railroads. His idea is 
that there cannot be 10,000 persons whose business for 
the government, in the operation of railroads, calls for the 
issuance of tickets good anywhere in the country. Usually, 
the President of a big railroad system gets possibly 150 
passes good for riding around over the systems with which 
his system connects. But such passes are not good over 
all railroads. The passes about which the Michigan senator 
wants to know are only those good everywhere. 


The resolution is confined also to annual passes, although 
first reports were that he wanted to know about all passes 
issued by the Railroad Administration. His interest is 
only in the annual passes, whether for transportation or 
for dining or sleeping cars. 

Gossip that there had been a reckless distribution of 
passes, the Senator said, had less to do with the creation 
of the determination to ask about the subject, than the fact 
that the annual pass he saw, good on all lines, bore what 
presumably is a serial number, in excess of 10,000. 

Director-General Hines says he knows nothing about 
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the issuance of annual passes but he has an idea that if 
the Senate adopts the Newberry resolution, it will be 
found that the passes issued were put out in compliance 
with the rules laid down for their issuance at the time 
that subject was disposed of by his predecessor. 


FARES FOR FARM HANDS 


The Trafic World Washington Bureau. 


Applications for reduced fares for “farm hands” going 
to and from the wheat fields of the west will be denied 
by the Railroad Administration, first, because, even if dif- 
ferent fares for different classes of laborers were legal, 
which is doubtful, there is no reason that the passenger 
traffic officials of the Administration can see why farm 
laborers whose wages run from $5 to $6 a day should 
be favored above other classes of laborers. Nor is there 
and persuasive argument from the point of view of the 
farmer. He is to receive a guaranteed price for wheat and 
it is so high as to have caused unfavorable comment by 
“the ultimate consumer” whose wages have not been raised 
by the government. The government’s guaranty on Wheat 

is high enough to enable the farmer to pay good wages 
and wages are high enough, it is argued, to enable the 
men who want to go into the harvest fields to pay the 
regular fare. 

Director-General Hines denied an application made by 
Governor Allen of Kansas. That denial will be the pre- 
cedent for others. Were the one cent fare established, 
there would be no way to police it. It would have to be 
open to every man who said he intended to work in a 
wheat field, and there would be no way to punish those 
who travelled on the low rate and then failed or refused 
to work in the wheat fields. Besides, if a man worked 
one hour in a harvest field, that might be a technical com- 
pliance with the condition, if the Railroad Administration 
had the legal right to impose it. 


STATEMENT BY HINES 


The Trafic World Washington Bureau. 


Director-General Hines on July 2 authorized the fol- 
lowing: 

“The July first requirements of the Railroad Adminis- 
tration were approximately ninety-five million dollars, 
which were paid immediately, since sufficient cash was 
available without waiting for the President to sign the 
Railroad Administration appropriation bill passed recently 
by the Congress. 

A report was printed yesterday morning in a New York 
newspaper to the effect that the Director-General had sent 
out his checks dated July first, with the provision that they 
would not be used unless the railroad bill had become law by 
July first. It was also stated that there was an understand- 
ing between the Railroad Administration and the Treasury 
Department that the former’s demands would be honored 
upon cabled notification that the President had acted. 

“This is a mistake. There was no such understanding 
and no need for such an understanding, and no checks were 
sent out without funds being available in banks with 
which to pay them when presented. The Railroad Ad- 
ministration has never in the past given, and will not 
in the future give, checks not represented by money avail- 
able in banks to pay them when presented.” 


ROADS UNDER FEDERAL CONTROL 

The Western Freight Traffic Committee has issued a 
circular stating that advice has been received from the 
Director of the Division of Traffic that the following lines 
have been taken under federal control: Atlantic & West- 
ern Railroad; Kosciusko & Southeastern Railroad; Vir- 
ginia & Truckee Railway; Alabama, Tennessee & North- 
ern Railroad; Tennessee Western Railroad; The Virginia 
Navigation Company. 


A CORRECTION 


In the June 28 Traffic World, page 1377, second column, 
fourth paragraph from top of page, is the following: 

“Considerable time was given by the Director-General 
to a discussion of the last paragraph of the Commission 
bill.” 

This, of course, should have read “Cummins bill.” 
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RATES AND CORPORATE CONTROL 


The Trafic World Washington Bureau. 


It was learned from authoritative source, July. 3, that 
the Director-General is of the opinion that an increase in 
rates cannot be avoided and that he will put the matter 
up to the President. Mr. Hines, it is understood, does not 
wish to assume the responsibility of ordering an increase 
without the President’s approval. 

The railway executives, it is learned, will seek a con- 
ference with the President relative to the question of 
returning the railroads to corporate control. It will be 
pointed out to the President, it is understood, that Mr. 
Burleson followed this policy with the wire systems and 
that the same thing should be done with the railroads. 


HINES TO SEE WILSON 


The Trafic World Washington Bureau. 


The Director-General expects to have a talk with Presi- 
dent Wilson soon after the latter returns to Washington. 
He has no definite recommendation to make to the 
President. 

There is no thought, apparently, on the part of Mr. 
Hines, of turning the operation of the railroads over to 
the corporate officers in the near future. The most he 
has ever said on that point is that that is a subject 
that deserves careful consideration. There would be no 
gain in such a change, from the Railroad Administration 
point of view. The gain, if any, would be to the railroad 
corporations, the officers of some of which have argued 
that if the operation of the property were returned to the 
corporate officers some time in advance of the return of 
the property, the selection of the official staff of each road 
would be facilitated. Mr. Hines cannot see any reason why 
the selection of a staff could not be made even if the 
operation of the property is not returned to the corporate 
officers. 

As to the talked-about advance in rates, there is nothing 
more definite now than there was two weeks ago. There 
has been a small increase in business, but nothing indi- 
cating the coming of a volume such as would make an 
advance unnecessary. However, the crops have not yet be- 
gun moving, and the coal trade is still far from normal. 
It is certain, however, that if and when it is decided 
that an advance is necessary, it will not be postponed, 
as has been intimated, until just a few days or weeks be- 
fore the properties are returned to their owners. 

The foregoing constitutes the substance of the answers 
Mr. Hines made to questions at his weekly conference with 
the newspaper men. 


OPERATING STATISTICS 


The Trafic World Washington Bureau. 

A summary of the results of freight traffic and car per- 
formance for May, 1919, compared with May, 1918, and for 
the five months ended with May of this year, compared 
with the corresponding period in 1918 has been made pub- 
lic by the Operating Statistics Section of the Division of 
Operation of the Railroad Administration. 

It shows a decrease for the month of 13.5 of net ton 
miles of revenue and non-revenue freight, the decline be- 
ing from 37,506,935,000 to 32,440,708,000. The net ton miles 
per mile of road per day declined from 5,219 to 4,527. 

There was a decline of 19.2 per cent in train miles, from 
56,713,000 to 45,812,000. The net ton miles per train mile 
increased, however, 7.1 per cent, or from 661 to 708. 

The loaded freight car miles decreased 13.7 per cent, 
running down from 1,354,458,000 to 1,169,202,000. The 
empty mileage decreased 16 per cent, from 673,933,000 to 
565,840,000. The total freight car miles decreased 14.5 
per cent, or from 2,028,391,000 to 1,735,042,000. , 

The average number of freight cars on the line daily 
ran down 1.4 per cent, or from 2,491,627 to 2,456,736. 

The net ton miles per loaded car mile remained sta- 
tionary at 27.7. The percentage of loaded to total car 
miles increased 0.9 per cent. The car miles per car day 
decreased 13.3 per cent, or from 26.3 to 22.8. The net 
ton miles per car day fell off 12.3 per cent, or from 486 
to 426. 

In the five months’ period the net ton miles of revenue 
and non-revenue freight fell off 14.3 per cent, or from 170,- 
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560,071,000 to 146,129,426,000. The train miles decreased 
16.5 per cent; loaded freight car miles, 12.4 per cent; the 
empty freight car miles decreased 4.6, and both loaded 
and empty freight car miles, 10 per cent. 

The number of freight cars on the line daily fell off 1 
per cent, or from 2,454,024 to 2,430,117. The net ton miles 
per loaded car mile decreased 2.1 per cent, or from 28.5 to 
27.9. The net ton miles per car day decreased 13.5 per 
cent, or from 460 to 398. 


RAILROAD BUSINESS IMPROVING 


The Trafic World Washington Bureau. 


Incomplete figures prepared by the Bureau of Railway 
Economics for May back up the Hines diagnosis that 
railroad business is improving a little. The margin in May 
between income and the amount the government will have 
to pay as rent amounted to only about thirty-nine millions, 
counting the rent obligation for May at $77,426,000. The 
average monthly margin for the months preceding May 
was $43,500,000, as figured by the bureau. The margin for 
the first five months of the year amounted to $213,000,000. 
Mr. Hines, by his method of figuring—that is, that each 
month’s rent is due that month and not as earned and 
adding the expenses of the Administration and inland 
waterways—estimated the margin for four months as 
$250,000,000. The volume of business in May was 13.5 
per cent less than in May, 1918, but only one per cent 
less than the average preceding the war. Revenues in- 
creased 9.28 per cent. The increase in expenses, however, 
was much greater than the increase in revenue. Passenger 
traffic was 30 per cent higher than in May, 1918. Ex- 
penses in the first five months of this year, it is esti- 


mated, were 75 per cent higher than in the corresponding 
months of the three years constituting the test period. 


WOMEN RAILROAD EMPLOYEES 


The total number of women employed under the Rail- 
road Administration reached the highwater mark October 
1, 1918. At that time there were on the rolls 101,785 
female employees. 

Statistics compiled by the Women’s Service Section of 
the Railroad Administration, giving the number of women 
employed and the character of their employment since the 
roads came under federal control, were made public by 
Walker D. Hines, Director-General. 

The number of women employed on April 1, 1919, shows 
a decrease of 14.3 per cent as compared with January 1, 
1919. On January 1 of the present year there were on 
the rolls of the railroads, 99,694 women employees, while 
on April 1 the number had dropped to 85,393. This was 
due chiefly to the reduction of labor force which occurred 
in February and March. It was also partly due to the 
return of men from military service who were reinstated 
by the railroads. On the Eastern lines, the drop was 
17.7 per cent, while in the South it was 6.5 per cent, and 
in the West, 11.4 per cent. 

The clerical or semi-clerical occupations, including all 
the office-workers, ticket sellers and telephone switchboard 
operators, constituted the largest percentage of the total 
for the year 1918, being 72 per cent. The statistics show 
that more than 5,000 women were employed in railroad 
shops and more than 1,000 in roundhouse work. The later 
included, among others, turntable operators and engine 
wipers. On October 1, 1918, there were 6 women employed 
as blacksmiths, helpers and apprentices, while a large 
number of others worked as boilermakers, coppersmiths, 
electricians and machinists. There were 377 women em- 
ployed as station agents, assistants and agent operators 
on the same date, while 50 were at work as switch tenders. 
There were 931 pushing trucks and handling freight. Watch- 
women to the number of 518 were employed on the rail- 
roads, doing duty both day and night. 

The report shows that considered from the point of 
view of occupation, the greatest reduction of women em- 
ployees has taken place in roundhouses and shops. Their 
work in these places was in many cases found unsatisfac- 
tory, there being too much heavy physical labor involved. 
Under these circumstances, it was unavoidable that they 
should be dropped when man labor again became available. 

In the clerical occupations best fitted for women, the 
total number employed at the present time is 68,129. There 
has been a reduction in this group of 11.2 per cent. 
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PREPAYMENT OF FREIGHT 


Editor The Traffic World: 

What the results will be of the discussion in The Traffic 
World regarding prepayment of freight charges is diffi- 
cult to forecast. At any rate, it has brought forth a 
weak point in modern business methods. 

Business demands the quickest and easiest way to ob- 
tain results. The seller is under moral obligation to 
prepay his goods when sold on a delivered basis or f. o. b. 
destination, freight allowed. 

When this is not done, it causes a duplication of work 
in most cases. The seller is obliged to figure the correct 
charges to make proper deduction from his invoice. The 
buyer receives the freight bill and again checks the 
freight charges against the invoice. When the charges 
on the freight bill differ from the allowance on the in- 
voice, unnecessary correspondence is begun and the ac- 
count held open. 

The seller is practically always in a better position to 
have correct freight charges assessed cn his goods than 
the buyer by reason of his familiarity with his products. 
Sirc2 this discussion began in The Traffic World, I have 
persuaded several firms to prepay their goods sold de- 
livered, and have found them very favorable to my 
request. 

No doubt there are exceptions, but on the average I 
think, if the buyers would start a campaign to induce 
the sellers to prepay freight, when they are inclined to 
sell on the delivered basis, unnecessary correspondence 
and bookkeeping will be eliminated and they will be sur- 
prised to learn the willingness of the sellers to do this 
if properly brought to their attention. 

P. Kintzele. 

St. Louis, Mo., July 1, 1919. 


PREPAYMENT OF FREIGHT 


tor i'he Traffic World: 

fhe writer has read, with varying degrees of interest, 
the series of communications concerning the matter of 
screight charge prepayment. I certainly cannot under- 
stand why anyone should bring up this question at the 
present or any other time. We are having enough diffi- 
culties as it is in paying freight charges, as improperly 
rendered by the carriers, with the attendant delay in 
securing refund. 

Some of the arguments advanced do not hold water any 
more than would a sieve. I would ask if the men who 
advance arguments that freight charges should be pre- 
paid get paid for their day’s labor before that labor is 
performed. I am sure that I do not, nor do I know of 
many men who are fortunate enough to be in that posi- 
tion. People are in the habit of paying for things cash 
on delivery. It would be unreasonable to expect that the 
shipper, even though he allowed the customer the freight 
charge, should be out the cost of his product and the 
transportation charge as well until the customer paid. 
Practically all business is on a thirty, sixty or ninety day 
basis. There are but few who take advantage of the dis- 
count. I believe that no large industry would seriously 
think of prepaying all of their material, as it would tie up 
too much money. If such a plan were adopted, it would 
mean that the railroads would have both our money and 
our material most of the time. The present method 
of shipping collect, and allowing customer the freight for 
material sold on that basis seems fair and reasonable. 
The customer is out no money until the freight is re- 
ceived and freight charges paid, and then he is reimbursed 
when making settlement with us. If the shipper prepaid 
the freight, then he would be out the freight charges 
from the date of shipment and would not receive his reim- 
bursement for a period of thirty, sixty or ninety days. 


Our customers do not complain of difficulties encoun- 
tered in overcharges for the reason that we immediately 
credit their account and handle the claim ourselves, and 
what more could a customer ask? We have known cases 
in the past of shipments being prepaid, the freight lost, 
and we were a year in securing settlement. In a case 
of that nature, we were out the actual cash which we 
paid the railroad company for transportation, which was 
not properly supplied, and were never paid by our cus- 
tomer, who did not receive the shipment. On the other 
hand, had the shipment been forwarded collect, and freight 
allowed, our customer would have been out nothing, be- 
cause he does not pay for what he does not receive. 

In view of the above fact we are certainly much in 
the dark for a reasonable argument for the prepayment 
of freight, none having been advanced up to the present 
time. We are not at all worried on the score that such 
a policy will ever be adopted, for the people of this en- 
lightened nation are averse to paying for “a pig in a 
poke” or for something which they do not know whether 
they are going to get or not. Practically the only person 
left who pays fcr what he does not know whether he 
is going to actually get or not is the buyer of fake mining 
stock, and it should be understood that in that particular 
case, the party is buying with the idea of getting rich 
quick. Eut when it comes down to a matter of pure 
business, the average American citizen sees the goods first 
befcre he puts up the cash, and I believe that it would 
be a most difficult task to make him do otherwise. In 
all fairness to the writers on this subject, I would ask 
whether or not they pay for the service of the men in 
their employ before that service is performed, and if they 
do not do so, then the question is asked why the railroad 
or any other utility cf an uncertain quantity should be 
paid in advance? R. L. Kerns, 

Traffic Manager, U. S. Radiator Corporation. 

Detroit, Mich., June 30, 1919. 


INTEREST ON OVERCHARGES 


Editcr The Traffic World: 


I have read with much interest the articles that have 
recently appeared in The Traffic World concerning the 
payment of interest on overcharge claims, and I have 
waited patiently but fruitlessly for somebody to touch 
upon one feature of the claim situation which I think 
should te aired. As no one else appears to have it in mind 
to do so, I am going to draw attention to it myself, not- 
withstanding the fect that my remarks will no doubt 
draw considerable fire and perhaps rouse the anger of 
scme traffic managers. 

I have cbserved that several of your correspondents 
have attempted to answer the argument that since inter- 
est is not collected cn undercharges, it should not be de- 
manded on overcharges, by making the statement that 
the undercharges do not amount to one-tenth of the 
amount of the overcharges. They base this statement on 
the hypothesis that agents, when in doubt as to the cor- 
rect rate to apply, invariably play safe for themselves and 
the railway company by collecting the highest rate they 
ean find. While this principle may be applied to an 
occasicnal shipment, it is not by any means the rule—at 
least. not on the Santa Fe lines—as the following figures 
conclusively show: 

During the three years, 1916-17-18, we discovered, in 
revision of way bills in the audit office, after they were 
rated by agents, $1.00 in undercharges for every $1.30 
in overcharges. The excess of overcharges is accounted 
for in part by the fact that we were observing a much 
lower minimum for overcharge corrections than for under- 
charges. We also maintain a small recheck force, which 
reviews a portion of the way-bills after revision by the 
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audit office revising clerks, and during the same period 
mentioned above, these recheck clerks discovered under- 
charges amounting to $1.13 for every $1.00 overcharge. 

These figures can lead us to but one conclusion, which 
is that a close revision of all charges assessed by rail- 
road agents would disclose almost as many undercharges 
as overcharges, and this brings me to the point of tossing 
the bomb. Shippers undoubtedly, in their check of freight 
bills for overcharges, discover these undercharges, but up to 
this time, not to exceed half a dozen have tendered us the 
undercharges they discovered. This situation is most pro- 
nounced in case of errors in weight. So far as I can 
discover, no shipper has ever tendered us an undercharge 
due to error in weight. Yet careful tests have shown that 
seale weights when in error are just as often under as 
over the actual, and it does not seem possible that ship- 
pers, in checking their freight bills against their own 
weights, do not discover some shipments that have been 
underweighed. Nevertheless, they file claims for all over- 
charges in weight, saying nothing at all about the under- 
weighed shipments which they have found. 

The shipper and the traffic manager will say that an 
underweighed shipment is not their funeral; if the carrier 
cannot protect its own interest, why should the shipper 
worry? In answer to such argument, I will say that for 
more than twenty-five years, to my personal knowledge, 
this road has been absolutely fair in revising every way- 
bill and tendering to shippers all overcharges discovered, 
even going so far in many cases as to accumulate a large 
file in explaining the basis for and endeavoring to make 
the refund, and we know, from our correspondence, that 
thousands of these overcharges would not have been dis- 
covered by the shippers. 

Now, why should the shippers not be as fair and hon- 
est with the carriers as the carriers are with them? Why 
should they not tender undercharges to the carrier just as 
willingly as the carriers tender overcharges to them? I 
revert again to the question of interest. If shippers will 
make a careful record of the undercharges which they 
discover, but do not tender to carriers, I venture the 
assertion that one-twentieth of the sum of the under- 
charges will cover the interest on all their overcharge 
claims from the time such overcharges are collected until 
they are paid. 

W. W. Strickland, 
Freight Auditor, A., T. & S. F. R. R. 
Topeka, Kan., June 28, 1919. 


THE POINDEXTER BILL 


Editor The Traffic World: 

Referring to article covering interview with Mr. J. B. 
Campbell, published on page 5, of The Daily Traffic World 
and Bulletin, of June 20 (Traffic World, June 21), relative 
to the Poindexter bill: 

We would like to point out one error in Mr. Campbell’s 
assumption in the long and short haul clause. Taking 
traffic between Portland, Ore., and San Francisco, Cal., 
as the specific instance, the major portion of the traffic 
between these two points originates or ends in the vi- 
cinity of these two towns. If the rail rates get above 
a very small percentage of the water rates, the business 
would be entirely diverted to the water lines and the 
Southern Pacific would then probably find it more profit- 
able to tear up its rails than to continue to operate 
them with the remaining traffic. 

Under these circumstances, there is no question but 
that the greatest good to the general public is preserved 
by permitting the rail carriers to compete with the water 
carriers, ag the intermediae points are the ones which 
benefit mest directly by the continuance of a rail line 
between Portland and San Francisco. 

In our opinion, the same logic is extended to the trans- 
continental railroads. 

J. J. Seid, 
Traffic Manager, Crown Willamette Paper Co. 
San Francisco, Cal., June 24, 1919. 


BILL OF LADING ORDER 


O. F. Bell, Secretary-Treasurer, National Industrial Traffic 
League, Chicago, II1.: 
Receipt is acknowledged of your Circular No. 127, dated 
June 27, 1919, announcing the receipt of a telegram from 
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Mr. F. T. Bentley, chairman of the league’s bill of lading 
committee, in which Mr. Bentley states that the Inter- 
state Commerce Commission has postponed the effective 
date of the order in connection with the bill of lading case, 
docket No. 4844, from August 8 to September 8, 1919. It 
is also noted that Mr. Bentley advises that the Commis- 
sion has disapproved of the further use of the present 
form bill of lading after September 8, 1919, regardless 
of whether or not any stamp or notation is placed thereon. 
We regret very much to learn that the Commission has 
issued instructions of this sort, because it has undoubt- 
edly lost sight of the fact that it is unquestionably phys- 
ically impossible for the shippers of this country to pro- 
vide themselves with a stock of the new form of the bill 
of lading within a period of approximately two months 
and one week’s-time. Not only the shippers will be re- 
quired to get these new forms printed, but the railroads 
will also be required to have the new forms printed for 
shippers who do not furnish their bills of lading. Further- 
more, think of the incalculable loss that will necessarily 
be sustained by the shippers and railroads of the country 
by reason of the fact that they will not be permitted to 
utilize the present form after September 8. Fortunately, 
we will have but little loss, but we are obliged to ex- 
press sympathy for other shippers who have bills of lad- 
ing forms sufficient to last them a good many months 
after September 8. There should be a storm of protest 
against the action of the Commission in an endeavor to 
get this unreasonable order changed. 
Citizens’ Gas Company, 
F. A. Doebber, Traffic Manager. 
Indianapolis, Ind., June 28, 1919. 


INTENSIVE LOADING 


Mr. B. L. Winchell, Regional Director, Atlanta, Ga. 

I have read with much interest mention of your Circu- 
lar No. 439, in The Traffic World, page 1394. After a 
number of years of careful study on the loading proposi- 
tion, I am satisfied there is but one solution, and that is 
to offer the shipper a lower rate per 100 pounds on a 
heavy load than he would receive on a light load. For 
instance, you take a car with 100,000 pounds’ capacity, 
where the rate is 15 cents per 100 pounds, or $45.00 per 
car, and give the shipper rate of 12 cents per 100 pounds 
on the shipment if he will load the car at 10 per cent 
above marked capacity, which would mean $132.00. There 
would be a saving of $33.00 on that shipment to the 
shipper or the consignee, or both, and increased revenue 
for the carrier on the car of $87.00. 

It seems to me that would be a fair and reasonable 
proposition. I have always noticed the best way to get co- 
operation out of any human being is to make it to his 
financial or selfish interest to assist in the matter. I know 
the average business man so well that I know he will 
not put himself out to enable the carrier to earn more 
money unless he is a party to the profit. 

The above, in my judgment, is the solution of the heavy 
loading proposition. It has been tried, Mr. Winchell, by 
every other way. Propaganda, personal solicitation and 
all sorts of methods have been resorted to except the one 
of throwing a little of the “lanyap” to the shipper. 
this is done, you will find the cars will go out of 
various loading stations filled to capacity. 

S. A. Walker, 
Vice-President, Acme Cement & Plaster Co. 
St. Louis, Mo., June 30, 1919. 


RATES UNDER THE CUMMINS BILL 


Editor The Traffic World: 

I have read with a great deal of interest the article in 
The Traffic World, of June 21, on pages 1319 and 1320, 
relative to the process of making rates in case the Cum- 
mins bill, which has passed the Senate, is finally passed 
by the House and signed by the President. 


There is one particular feature of this bill to which I 
desire to direct your attention. I note on page 1320, of 
The Traffic World, of the above date, the following: 
“When intrastate rates have been made by the President 
or Director-General, they become subject to ‘review’ by 
the Interstate Commerce Commission. The possession of 
the power to review state rates was made clear in the 
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decision of the United States Supreme Court, in the North 
Dakota rate case.” I note further, on page 1321, the last 
paragraph reads as follows: “After the Railroad Adminis- 
tration has made operative increases in intrastate rates, 
power to review them rests with the Interstate Commerce 
Commission.” 

You are thoroughly familiar with the provisions of the 
act to regulate commerce and that portion of the section 
which provides that provisions of that act shall not apply 
to transportation of passengers or property wholly within 
one state and not shipped to or from a foreign country or 
to any state or territory. You are also aware of the fact 
that section 10 of the federal control bill authorized the 
President to initiate all rates and charges which should 
not be suspended pending the final determination of their 
reasonableness. That section also provided that any rate 
initiated by the President was subject to review by the 
Interstate Commerce Commission, and that after a full 
hearing, the Commission might make such findings and 
orders as were authorized by the act to regulate com- 
merce. I find that the Cummins bill provides that the 
Interstate Commerce Commission shall have full and com- 
plete authority and jurisdiction to set aside, change, 
modify, suspend or otherwise review all such (rates ini- 
tiated by the President or Director-General) rates, 
fares, etc. 

The substance of the federal control act and the Cum- 
mins bill is to give the Interstate Commerce Commission 
full and complete authority to review any rate initiated by 
the President, but I do not find that it gives the Commis- 
sion authority to make any order on intrastate rates, inas- 
much as the act to regulate commerce does not authorize 
the Commission to make any order affecting intrastate 
rates unless the intrastate rates discriminate against inter- 
state rates as in the Shreveport case. It is true that 
the decision of the Supreme Court in the North Dakota 
case was to the effect that the Commission was the only 
body that could review intrastate rates initiated by the 
President, but nowhere in that report do they state that 
the Commission had any authority to make any order 
pertaining to intrastate rates. 

As I view the federal control bill and also the Cummins 
bill, especially after the decision of the Supreme Court 
in the North Dakota case, there is no tribunal that can 
make order affecting intrastate rates, consequently the 
states are left entirely at the mercy of the Railroad Ad- 
ministration. We are endeavoring to have the bill so 

.changed in the House that it will specifically designate 
the tribunal before which hearings on intrastate rates 
shall be held, and who shall have authority to make a 
binding order relative thereto. 

There is a case now before the Interstate Commerce 
Commission involving the intrastate rates on scrap iron 
in Oklahoma, which has been assigned for hearing at 
Tulsa, on July 7, and in order to get this matter clearly 
before the Commission, it is the intention of the under- 
signed to intervene in this case, merely for the sake of 
placing before the Commission the question of whether or 
not they have authority to make an order affecting intra- 
state rates. It will be my position they do not at the 
present time, nor have they in the past, had authority to 


make such an order. 
H. C. McCord, 


Traffic Manager, Oklahoma State Shippers’ Assn. 
Oklahoma City, Okla., June 26, 1919. 


PREPAYMENT OF FREIGHT 


Editor The Traffic World: 

I have read with interest the discussions for and against 
the prepayment of freight charges on shipments sold 
f. o. b. destination in your Open Forum columns, and it 
would seem that this situation in most cases could be 
satisfactorily adjusted if the shipper would make freight 
allowance on his invoice to consignee. 

In doing this the shipper would not have his money 
tied up in freight charges, which seems to be the main 
argument against prepaying charges, and the consignee 
would be in the same position as though shipment was 
prepaid. 

Another advantage would be that the shipper, who is in 
a better position to know the correct rate to apply, would 
furnish the consignee with rate on his invoice, which in 
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case the railroad used wrong, would put consignee in posi- 
tion to make claim, instead of charging difference back to 
shipper, for, as we all know, overcharge claims should 
be made by consignee against delivering carrier. 

Some shippers might take the stand that this would 
mean additional work on their part, but they must re- 
member that if they allow consignee to deduct freight 
from invoice, attaching freight bill to substantiate same, 
the shipper would have to check rate anyway, and my 
plan would only mean checking the rate before shipment 
was made instead of after. 

Of course, there are cases, such as shipments of lumber 
and other commodities, that are billed by railroad on their 
own scale weights where this plan would not work, but 
it is my opinion that in nine out of ten cases this course 
could be followed to the advantage of both shipper and 
consignee. 

Utica Chamber of Commerce, 
C. E. Darrigrand, Mgr. Transportation Dept. 
Utica, N. Y., June 27, 1919. 


PREPAYMENT OF FREIGHT 


Editor The Traffic World: 

I have read with much interest the discussion in the 
Open Forum on the subject of prepayment of freight 
charges on shipments sold f. o. b. destination. 

It is our practice of making all sales, except to trans- 
portation companies, on a delivered basis for the reason 
that our customers do not, as a rule, maintain traffic 
departments and insist on knowing what the lumber will 
cost on board cars in their yards. In every case, except 
where traffic departments are maintained, charges are paid 
as presented, and deductions made by attaching paid 
freight bills as cash items. 

We would not be willing to prepay freight, and neither 
would any of our mills. For one reason, ofttimes cars are 
shipped on conductors’ receipts and weighed miles from 
original point of shipment and actually billed from the 
weighing point. This condition .has frequently arisen on 
shpments moving to navy yards, where we have been 
forced to write the accounting officers for the amount of 
freight charges in order to prepay. As to the increased 
bookkeeping, it requires but one entry when drawing 
check for freight bills to charge the amount of freight 
to the seller and the war tax to freight account. 

If our invoices show the value of the lumber and freight 
charges prepaid, the additional correspondence and book- 
keeping cccasioned by customers taking discounts on 
freight and neglecting to include war tax would more 
than offset any saving in the prepayment of freight. 
Further, we find invoices are not usually paid within the 
discount period due to the slow movement of cars, and on 
our Pacific coast shipments, averaging $500.00 per car 
freight, our capital would have to be many times enlarged 
to take care of this feature. 

We have never had a request from any of our customers 
to prepay freight, and while it might work out from cer- 
tain angles, it would not be popular in the lumber trade. 

Wyatt-Prock Lumber Company, 
J. T. Magrid, Traffic Manager. 
Philadelphia, Pa., June 25, 1919. 


PREPAYMENT OF FREIGHT 


Editor The Traffic World: 

There has been so much discussion in The Traffic 
World in the last two or three weeks about prepayment 
of freight charges on goods sold at a delivered price, that 
I believe our system of handling our freight charges would 
be of interest to those who have been discussing the 
matter. 


All of our goods are sold f. o. b. factory, with freight 
allowed, and the correct amount of freight charges allow- 
able is deducted from the face of the invoice, and in this 
way, we are not required to be out the amount of pre- 
paid freight charges until remittance is received cover- 
ing our invoice, neither is our customer required to pay 
the freight before the goods are received, as he would be 
doing if we did not deduct the freight, as invoices are 
invariably paid anywhere from one to three weeks before 
shipments are received. 

I do not believe it is practical, especially in our busi- 
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ness, to prepay freight charges, as it would require too 
much money to carry these charges until we receive re- 
turn from our invoices. As example, would say that if 
we had ten cars of jars to Pacific Coast points on a par- 
ticular day, it would take about $3,250.00 to prepay the 
freight, and we would be out this amount until we re- 
ceived returns on our invoices, which would be at least 
two weeks. 

On the other hand, I would imagine it would be very un- 
satisfactory to the purchaser to have to pay an invoice 
in full within ten days, and then when the shipment 
arrives a couple of weeks later, pay the freight and 
be outstanding this freight until he could send the freight 
pill in and get a check for the amount involved. 

Considering the matter from the viewpoint of both the 
shipper and receiver, I believe that the system of deduct- 
ing the amount of freight allowable from the face of the 
invoice works out very satisfactorily for all concerned. 

Kerr Glass Manufacturing Company, 
W. O. Allen, Traffic Manager. 
Sand Springs, Okla., June 27, 1919. 


PREPAYMENT OF FREIGHT 


Editor The Traffic World, 

This very interesting subject has been handled by vari- 
ous gentlemen in an enlightening manner. 

We are both buyers and sellers—buying raw material and 
supplies frequently on “freight allowed” basis and selling 
certain manufactured goods on the same basis. 

There seems to have been overlooked an important point 
of law. “Freight allowed” or “less freight” are not 
synonymous with “delivered.” In the former cases, the 
title to the property passes to the buyer when goods are 
delivered to the carrier. In these cases, some shippers 
figure the freight on the face of the invoice, making de- 
ductions; and after that, it is the business of the buyer 
to handle questions of freight adjustment. This does 
away with prepaying freights, attending work of record- 
ing, checking, etc. 

As sellers, and in response to a liberal policy of the 
sales department, we prepay freights and do all the 
work, relieving the customer of every possible care or 
worry—make tracers, present and collect claims. All 
this is a matter of policy—not strictly legal. Usage and 
custom frequently set aside statute or common law; then 
there arises in the minds of the sales force that “less 
freight” is the same as “delivered.” 

As a buyer we are not treated so liberally, as we deal 
with a different set of shippers. When we buy lumber 
“freight allowed,” we do not get credit for amount paid 
until we send in the freight bill. To give up a freight 
bill means to surrender the prima facie evidence of 
money paid out, and leaves us in an unprotected posi- 
tion in case carriers come along later ‘to collect under- 
charge. Of course, the answer is that we should deter- 
mine whether the legal charge has been assessed and 
collected. 

But here we run up against a snag, A car of lumber 
may come from some remote point; there may be switch- 
ing, demurrage, milling in transit, diversion or other 
charges involved. An investigation may take a long 
time; in the meantme, the shipper is pressing for a set- 
tlement. To meet this situation, we have had printed a 
freight bill form, and every freight bill sent out of the 
office is copied onto this form. This enables us to pay bill 
promptly and pursue such investigation as the circum- 
stances warrant; at the same time leaves with us, in its 
proper place, a record of the transaction—of the money 
paid out. 

It is interesting to note the difference in foreign com- 
merce. If we buy goods c. i. f. terms (cost, insurance 
freight), the shippers deliver goods within reach of ship’s 
tackle, prepays freight, insures the goods according to 
agreement, takes his papers to the bank and gets his 
money. After that the consignee is the owner of the 
property and looks after all matters affecting it. Here 
no question of policy enters into the transaction. It is 
clear cut, well defined, and through our relations with the 
seller, may be ever so extensive, cordial and friendly— 
each transaction stands for itself and by itself. It brings 
to mind the old Spanish proverb, “Cuentas claras con- 
Servan l’amistad”’—“Clear accounts preserve friendship.” 
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It would seem that in our domestic commerce, we might 
borrow a section of this policy and thus profit both as 
buyer and as seller. 

Is it not a fact that as sellers of merchandise we fre- 
quently pursue a different policy than as buyers? The 
terms being the same, should not the law and the policy 
be the same? And does not this different policy plan 
give rise to the thing all traffic men detest—unjust dis- 
crimination? 

Well, the millennium is not here yet. When it comes, 
business will run 100 per cent pure all the time, and then, 
perhaps, many of us will not have a job. 

J. D. Hashagen. 


Boston, Mass., June 30, 1919. 


PRIVATE CARS 


Hon. Hoke Smith, United States Senator, Washington, 
oe. ©: 


Representative Fitzgerald, of Massachusetts, and Sen- 
ator Kentrick, of Idaho, have introduced bills apparently 
based upon the theory that the mileage paid by the car- 
riers to owners of private cars is excessive; and it is 
our information that the representative from Massachu- 
setts proposes that the government shall buy and lease 
such cars to shippers, whereas the senator from Idaho 
proposes to prohibit the use of cars not provided by the 
carriers. 

Any person familiar with the circumstances which have 
forced the shippers of certain kinds of freight to acquire 
ownership of equipment suitable for the transportation 
ef such commodities, and the conditions under which said 
cars are operated, would not for one moment aid in the 
passage of this bill. The Interstate Commerce Commis- 
sion initiated, of its own volition, proceedings under which 
full investigation was made of all of the rules and prac- 
tices governing privately owned equipment and its opera- 
tion by the carriers. A number of senators are familiar 
with this case, while others assigned to different com- 
mittees and not having a direct relationship with inter- 
state commerce are perhaps without a knowledge of the 
facts which should be seriously considered before any 
affirmative votes were cast in support of this bill. 

The Senate committee on interstate commerce has the 
decision of the Interstate Commerce Commission which I 
refer to, No. 4906, In the Matter of Private Cars, and I 
am writing to suggest that this decision would be helpful 
in disposing of this bill. 

J. W. White, 


Traffic Mer., International Agricultural Corporation. 
Atlanta, Ga., June 24, 1919. 


JOBS FOR SOLDIERS 


Editor The Traffic World: 

Our work of getting positions for discharged soldiers 
and sailors has gotten away to a good start. All over 
the United States the War Department is securing the 
hearty co-operation of all the welfare services, chambers 
of commerce, labor unions, employers’ associations, and 
many national, state and civic bodies, all of whom are 
at liberty to use the machinery of the U. S. Employment 
Service towards hooking up the discharged men of the 
army and navy with a good job. 

We have also had the patriotic assistance of employers, 
corporations, firms and individuals, in the matter of rein- 
stating their old men in the jobs they held before they 
went to war. I may also say that between 70 and 80 
per cent of our honorably discharged soldiers and sailors 
have the offer of their pre-war jobs. The hero of today 
is not to become the hobo of tomorrow. Until every one 
of these returning men is back at his old job or a better 
one, we have not discharged our whole duty towards them. 

Can you place this letter before your valued clientele 
of employers so that they may know the fact that there 
are registered with us at our main office in Washington, 
D. C., the names of a number of honorably discharged offi- 
cers who served in France and elsewhere and who have 
applied to us for assistance in securing proper employ- 
ment, fitted to their capacities? On this list are a num- 
ber of experts and technicians of all kinds, many of them 
with years of experience. All of them have handled men 
in the field under the most trying conditions, and therefore 
could be depended upon in these more peaceful days bet- 
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ter to perform such duties. Practically all professions 
and trades are included, and I am writing to ask if the 
employers in your branch of industry will not survey their 
own field in order to ascertain whether or not they may 
have present need for some such men as I mention. 

A word to my office by mail will result in a selection 
of names best suited for the opportunity in hand, taken 
from our carefully classified file. 

I may add that only about 7 per cent of American officers 
need this assistance, and of these, some two-thirds of the 
number find positions before our assistance is available. 

In this work of placing our soldiers and sailors we have 
been loyally co-operated with by the great majority of 
American employers. In return for this, the war and navy 
departments have prepared a handsome citation, which is 
issued to all employers who have assured the departments 
that they will gladly re-employ everybody who formerly 
worked with them and left to serve in the army and navy 
during the Great War. This citation carries with it 
permission for the holder to display on his firm’s service 
flag the shield of the United States as a symbol that he 
will fulfill his obligations to the men who went to the 
defense of the country at the time of its peril. 

The citation is signed by the Secretary of War, the 
Secretary of the Navy and myself, assistant to the Secre- 
tary of War. It is handsomely engraved, and engrossed 
with the name of the recipient. There are no strings to it. 
All we ask is that the employer write an application 
for such a citation, stating that he will re-employ his 
old service men, and address me in care of the War 
Department, Washington, D. C. 

Arthur Woods, 
Assistant to the Secretary of War. 
Washington, D. C., June 25, 1919. 


SIGNAL STATISTICS 


The Trafic World Washington Bureau. 


A tabulation of the statistics pertaining to block sig- 
nals and telegraph and telephone equipment for the trans- 
mission of train orders, as of January 1 last, issued by 
the Commission on June 26, shows a net increase during 
the year of road operated by block signal, of 366 miles. 
The total mileage under block on January 1 was 99,897.7. 
Of this mileage, 36,489.4 is automatic and 62,908.3 non- 
automatic. The increase in automatic mileage was 1,796.3 
and the decrease in non-automatic 1,430.3. In the year 
there was a decrease of 5,535 miles of line on which the 
telegraph was used for the transmission of train orders 
and an increase of 3,036 miles in which the telephone is 
used for that purpose. 

Six railroads are testing automatic stops as follows: 
Chesapeake & Ohio, seven miles of single track; C. & E. L, 
106 miles of double track; Hudson & Manhattan, 8.9 miles 
of double track; Pennsylvania, 6.8 miles of road and 19.3 
miles of track; San Francisco-Oakland Terminal, 3.8 miles 
of double track, and Washington Water Power Company, 
22.5 miles of single track. 


CANCELLATION OF RATES 


With respect to cancellation of obsolete rates, district 
freight traffic committees have thus been instructed: 

(a) To docket applications for public hearing in such 
manner as to show clearly what rates or provisions it is 
proposed to cancel; 

(b) As to cancellations, the application to include the 
following: “These rates (subject to any general advance 
or reduction made in the meantime) to be restored by pub- 
lication on one day’s notice should any movement there- 
under develop within one year from date of cancellation”; 

(c) Application for cancellation of obsolete rates not 
to include any other changes in rates or application; nor 
to cancel rates for any other reason than the fact that- 
they are obsolete; 

(d) Cancellations not to be made via one route because 
no freight is moved via that route when it has been mov- 
ing via another route. If for good reasons a particular 


route should be canceled, separate application should be 
made. 





THE TRAFFIC WORLD 


Vol. XXIV, No. 1 








Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Interstate Transportation: 

(Supreme Court, Appellate Division; Third Department.) 
The interstate transportation of goods did not end with 
the placing of the goods on pier for delivery to consignee, 
where consignee had not taken possession or paid freight 
charges, and the 48-hour period given him in which to 
remove consignment had not expired. (O’Brien vs. Pa. 
R.. R. Co., 176 N. Y. Suppl. 390.) 

Contract: 

(Supreme Ccurt, Appellate Division, Fourth Depart- 
ment.) The Interstate Commerce Act (U. S. Comp. St. 
8563 et seq.) is to be read into an interstate commerce 
shipment contract. ° (Bobzein vs. New York Cent. R. R. 
Co., 176 N. Y. Suppl. 407.) 

Icing Car: 

Carrier, accepting shipment cf peaches for transporta- 
tion under contract to re-ice car to full capacity at cer- 
tain point, assumed duty of providing a sufficient supply 
of ice, was bound to exercise the care and diligence that 
the character of the goods required, and was liable for 
damages for failure to re-ice car, or for insufficient icing.— 
Thid. 

Where initial carrier, on accepting shipment of fruit, 
assumed duty of re-icing car to full capacity at certain 
point, it was final carrier’s duty to re-ice car at point of 
delivery, where re-icing was necessary to prevent spoiling 
of fruit pending removal by consignee during the 48-hour 
period given it by bill of lading.—Ibid. 

In shipper’s action for damage to fruit resulting from 
carrier’s failure to re-ice car, evidence held to justify 
submission of question of carrier’s negligence to jury.— 
Thid. 





Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters aad [Tigests of Nat:onal Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





TRANSPORTATION AND DELIVERY BY CARRIERS 


Absence of Bill of Lading: 

(Supreme Judicial Court of Massachusetts, Suffolk.) 
In the absence of explanatory evidence and finding re- 
specting the bill of lading issued by the carrier of goods 
sold by plaintiffs to defendant, and its effect on delivery 
to defendant at destination, it must be assumed that mere 
failure of plaintiff sellers to forward it to defendant had 
no effect on his right to demand delivery of the goods 
in New York. (Edelstone et al. vs. Schimmel, 123 N. E. 
Rept. 332.) 

The general rule is that a non-negotiable contract of 
shipment by a common carrier is discharged by delivery 
to the consignee without surrender or production of the 
bill of lading; the fact that one is consignee being evi- 
dence of ownership.—Ibid. 


Delivery to Carrier: 

Ordinarily, in case of a sale of goods to be shipped by 
the seller from one place to another, delivery to the car- 
rier is delivery to the buyer, unless there is a special 
agreement to the contrary.—Ibid. 

Delivery of the goods to a common earrier, together 
with the taking of a non-negotiable bill of lading in the 
name of the buyer, was strong proof of intention by the 
sellers to transfer title to the buyer.—Ibid. 

Where the sellers delivered goods to a railroad for 
carriage to the buyer, taking a non-negotiable bill of lad- 
ing in name of buyer, contract was executed and title 
passed, despite attempt of sellers by notice to carrier 
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to prevent delivery to buyer at destination, and despite 
letters whereby sellers endeavored to get buyers to pay 
before due date.—Ibid. 

DELAY IN TRANSPORTATION OR DELIVERY 
Damages: 

(Supreme Court of Iowa.) Shipper’s measure of damages 
for earrier’s delay is difference between price shipper was 
forced to take by reason of delay and price he would have 
received if there had been no delay. (International Har- 
vester Co. of America vs. C., M. & St. P. Ry. Co., 172 
N. W. Rept. 472.) 

LOSS OF OR INJURY TO GOODS 
Value: 

In action against railroad for loss of goods by fire 
negligently set, defendant’s offered instructions as to de- 
termination of value of goods destroyed held not a con- 
cession that if plaintiff, as seller, had not arbitrarily fixed 
the price on such goods, then value might be established 
by plaintiff’s selling price.—Ibid. 

In an action for stock of goods destroyed by fire, evi- 
dence held to show that a list of the goods destroyed, 
with value placed thereon by plaintiff, did not show actual 
value of goods, but an arbitrary value, being but a state- 
ment of the price set upon the goods to be charged there- 
for by its agents.—Ibid. 

Measure of Damages: 

In farm implement dealer’s action against railroad for 
destruction of goods upon burning of warehouse, railroad’s 
objection to evidence held to raise the question of whether 
the measure of damages was the cost of replacment, or 
the market value of the goods, as evidenced by the im- 
plement dealer’s price list.—Ibid. 

The basis of all damages rules is a fair compensation to 
the loser with the least burden to the one who caused 
the loss.—Ibid. 

No rule oi the law of damages permits the injured party 
to receive more than he has lost.—lIbid. 

In implement dealer’s acticn for damage to stock of 
gcods from fire, court will take judicial notice, on ques- 
tion of damages, that some of the goods, if not destroyed, 
would not have been sold during following season.—Ibid. 

Upen destruction of stcck of farm machinery by fire, 
owner’s measure of damages was not the market value 
of goods at place where destroyed, because, in view of 
owner’s selling, storage and insurance expenses, payment 
of commissions, discount from list price for cash, unsold 
goods, depreciation, etc., the market price is not what 
owner would have obtained if it had been permitted to sell 
the goods.—Ibid. 

For breach of contract to deliver to plaintiff daily, dur- 
ing a period of five years, a specified quantity of logs, the 
measure of damages is the difference, if any, between the 
contract pric2 and the price at which logs could, by rea- 
sonable diligence, have been procured elsewhere.—Ibid. 

In implement dealer’s action for damages for destruc- 
tion of goods by fire, the measure of damages is the rea- 
sonable cost of replacement, and not the market value of 
goods at place where situated, as evidenced by the im- 
plement dealer’s price list, since such prices, in view of 
the dealer’s expenditures for storage, insurance, cost of 
distribution and sale in time and money, is not the amount 
that dealer would have received for goods if they had not 
been destroyed.—Ibid. 

Damages for breach of contract are limited to what 
the parties intended and to injuries that could in reason 
be anticipated.—Ibid. 

In tort damages may be recovered that were not, and 
in reason could not be, anticipated, so long as such dam- 
ages could result from the tort and were in fact caused 
by it.—Ibid. 

Market value is only criterion of real value of an arti- 
cle when it is sold in an open competitive market.—Ibid. 

That implement dealer had competition in sale of his 
goods does not make price list of his goods the measure 
of their value in determining his damages for destruc- 
tion of the goods by fire.—Ibid. 

Insurance: 

In implement dealer’s action for destruction of goods 
by fire, it will be presumed, upon question of damages, 
that if goods had not been destroyed, dealer would have 
— to make expenditure for insurance thereon. 
—lhid. 

Special Damages: 

Special damages cannot be recovered for loss of sales 

and subscriptions because of defendant’s inability to print 
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frontispiece, though defendant went to dealers, and could 
not find similar paper, where there is no proof that such 
paper cculd not usually be found, or could not be manu- 
factured in time, or that defendants could not find paper 
answering the purpose.—lIbid. 

Upon seller’s breach of contract to deliver lumber, buyer 
cannot recover special damages for loss of profits on a 
resale already made, for such damage might have been 
avoided by replacing the undelivered lumber by other of 
like kinds.—lIbid. 

Reduction of Damages: 

It is the duty of the injured party to do all he may in 
reason do to reduce the damages.—Ibid. 
Insurer: 

(Court.of Appeals of New York.) It is the common-law 
obligation of a carrier to safely carry and deliver goods 
intrusted with it. (Heuman vs. M. H. Powers Co., 123 
N. E. Rept. 373.) 

Limitation of Liability: 

Where a common carrier desires by special contract 
to exonerate itself from the effects of its own acts or 
cmissions, or those of its employees, the special contract 
must openly express that intention, so that it cannot 
be in the slightest degree misunderstood.—Ibid. 

A clause of contract of carriage, “the responsibility of 
the company is limited to $50 for any article together with 
the contents thereof,’ referred to the carrier’s responsi- 
bility as a carrier, and did not include misfeasance or 
nonfeasance of the carrier itself, or its employees, and 
the carrier was liable for the full face value of articles 
stolen by employees.—Ibid. 

Declaring Value: 

Failure to notify a common carrier that there was a safe 
in a cabinet containing valuable articles did not relieve 
the carrier from liability where its servants broke into 
the safe and stole the valuable articles.—lIbid. 

Time for Removal of Goods: 

(Supreme Court, Appellate Division, Fourth Depart- 
ment.) Carrier, during 48-hour period given consignee 
in which to remove consignment of fruit, could not aban- 
don the fruit, and was bound to use reasonable diligence 
to protect it from injury. (Bobzein vs. New York Cent. 
R. R. Co., 176 New York Suppl. 407.) 

In absence of agreement, consignee has a reasonable 
time after notice of the arrival of goods in which to re- 
move them.—Ibid. 

In absence of an agreement, carrier holds goods as a 
carrier for a reasonable period of time after notice to 
consignee, its duty not being reduced to that of a ware- 
houseman until expiration of such period.—lIbid. 
Inspection by Consignee: 

Permission given consignee’s agent to inspect shipment 
of fruit did not constitute delivery of the car to con- 
signee.—Ibid. 

CARRIAGE OF LIVE STOCK 
Liability as Insurer: 

(Kansas City Court of Appeals, Missouri.) At com- 
mon law, negligence is not necessary to render a carrier 
liable for injury to live stock during shipment, as the 
carrier is an insurer. (Boyd vs. St. Louis Express Co., 
211 S. W. Rept. 702.) 

Propensity of Animal: 

The defenses that loss was caused by the evil propen- 
sities of live freight, or by the act of the public enemy, 
or by the act of God, need not be referred to in the peti- 
ticn, but should be set up in the answer.—Ibid. 

The defenses that loss was caused by the evil propen- 
sities of live freight, or by the act of the public enemy, 
or by the act of God, will not be allowed if the loss as 
to which they are pleaded might nevertheless have been 
avoided by reasonable care or effort by the carrier.—Ibid. 

Where express company, sued for loss of hog, did not 
plead the defense that the loss was caused by the in- 
herent viciousness or propensities of the hog, defendant 
had no right to show it or claim protection from it, unless 
it appeared in the testimony of plaintiff—Ibid. 

Although inherent vices of animals will not excuse their 
loss by the carrier, yet it is the duty of a carrier to 
save them from their own inherent qualities if he can 
do so by the exercise of ordinary care.—Ibid. 

Buraen ot Proof: 

Where the one shipping a hog by an express company 
did not accompany the hog in its transit, the burden of 
excusing the loss of the hog by showing that it died from 
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its inherent viciousness or propensities was upon defend- 8 em 
ant express company.—Ibid. pave 
Connecting Carrier: Questions and Answers ie, 
(Court of Civil Appeals of Texas, El Paso.) In action 4 f 
by shipper of live stock against an initial carrier, it ] ,.,.in,this department wit be ane ve ening Gt trake, a | Er 
was not error to refuse a peremptory instruction for de- specialist on inters‘ate commerce law, who is a member of our legal —_ 
fendant, where there was evidence to show that some — Ns ws i his opinion in answer to 7 — a wee 
damage was inflicted to the shipment upon defendant’s relating to the law of inters‘ate transportation o reight traffic can 
, 2 . s 1 d wide knowledze will 
line, for which it would be liable. (C., R. I. & G. Ry. Co. aoe ee re int coal qaakinies "Wade ok sue ores oe 
vs. Hallam, 211 S. W. Rept. 809. place of the wonite man but to help him in bio work. Fecesne Genie. Id 
j ‘ $ in immediate answer y mail or wire or a mo-e elaborate treatmen 
%.... an action for damages to a shipment of live stock of any question—by the citation of authorities in a legal opinion, for lum 
ught against connecting carriers, where the findings instance—may obtain this kind of private service by the payment St. 
of the jury required a judgment against all the defendants, -. ® department an bear ag be “eg that it ma answer in atte! 
; ae f e « s . 1s departmen an uestion, legal o r . a may a ar 
sione, since & Judgment must conforin t0 the facts found | tefiitfiztetiac hth conyers wom | YO 
’ ; the kind o investigation herein contemplate As 
by the j ~ i i Add Questions and Answers Departmen‘, . 
pelinn h eueank Sandee Seignaus saettity taerehe, Tee Traffic Service Bureau, Colorado Building, Washington, D.C. | J) trac 
: : . . vere 
Where live stock was shipped over the lines of con- ee eee eee er . 
necting carriers, but each carrier made an independent Increased Rate Under General Order No. 28 vow 
contract with the shipper, defendant, which was the initial . ; : iat : : : 
carrier, limiting its liability to its own line, and the trans- gee peg enagrecnea : Sore Saeeene = Ver eae © aes 
: . : you will give me your opinion, through the valued columns $11. 
portation being intrastate cnly, Rev. St. 1911, arts. 731 . 
7S felting te ceutraste fer the "oie t » of The Weekly Traffic World, as to the proper rate at pres- WwW 
fe I ean Ds ong tag FI scaargg A 4 sate sai ent in effect under Item 23213, in Chicago, Burlington & § Clain 
— . TS, Dag no application, Quincy Railroad Tariff 5000-B, I. C. C. 10610, and Supple- § unlo: 
and defendant was not liable for damages accruing upon ment 35 thereto, on brick, carloads, from Sheridan, Wyo the | 
oo the connecting carriers.—Ibid. to Clearmont, Wyo. ae al ; c.. 
a ; F is my contention that the rate is cents per cwt., oper: 
(Supreme Court of Iowa.) If carrier destroys live stock, yt the railroad company declined a claim which we filed — gove 
measure of damages is not replacement of other cattle F F : 
because it would be difficult or impossible to get iuat on a shipment on which the freight charges were assessed ee 
‘ ae : on a rate of 7 cents. The rate in the item referred to is — elect 
rome Fanny me eg a 5 cents, and Special Supplement 35 contains the increases § has 
cause of inability to set the cattle ihlened to gs <r in rates authorized by General Order 28 of the U. S. § liver 
; , - Railroad Administration. signe 
lg agg aut te an sae eta oes The railroad company claims that the rate in the original § diffe 
Limitation of Liability: —* : es : : wt. Ste. “en — “= ee — as ar — cP oe aaed 
= j , of Special Supplemen , but, according to my inter- 
contact exesuted by common cartier forthe’ intnae pretation the flat 25 per cent increase on page 4 applies een 
stun carriage of freight, which attempt ae abridge ie because Tariff 5000-B is not listed in section 5 on page 7. misr 
time within which rights ‘arising from the breach of ‘such It is evident from a paragraph of a letter written me by J ac’er 
contract may be pry aa and which require notice after the railroad agent on this subject that there was a clerical sa 
= Read alt einai J hk. error in omitting Tariff 5000-B from page 7. The para- ordel 
cibteiatainn Bgl ee nd sas GEA a eo tebe staph of the letter referred to reads as follows: re 
: fli . : oe ; Li pe “It has been the practice to interpret the special supple- corre 
in conflict with section 9, article 23, of the Constitution. ment of June 25. 1918. to effect a 2-cent increase on certain the ( 
(M., K. & T. Co. vs. Williamson, 180 Pac. Rept. 961.) : —r aw “# ; 1917 
on e : : : _ commodity rates in Tariff 5000-C on the grounds that refer- . 
Rev. Laws 1910, 828, defining a bill of lading, and per- ice to that tariff on page 9 of the blanket supplement Un 
mitting it to include reasonable requirements as to notice is sufficient authority for that.” order 
and demand of damages, does not except a contract limit- ~ ; : 
ing time for suit and requiring notice of breach of contract If I am not greatly mistaken, it occurs to me that I mom 
from Const., art. 23, 9, providing that any stipulation for ave aha peng by — eye mere Commerce Commis: f in, ; 
notice or demand, other than such as may be provided sion to the effect that where a clerical error has been made 
by law, shall be null and void, as the statute does not Tesulting in the publication of an erroneous rate, that i He 
attempt to provide for notice or demand as a condition Tate ’ oy —_ rate that can be used until it woe i with 
precedent to liability.—Ibid. corrected in the same manner as a new rate is published. od 
Dipping Cattle: You will note that from the paragraph of the letter me 
A common carrier, undertaking to dip cattle, pursuant from the railroad company which I have quoted, that they 
to the quarantine regulations of the state board of agri- Claim that reference to Tariff 5000-B, on page 9, of special ines 
culture and the Bureau of Animal Industry of the Depart- Supplement is sufficient authority for the application of } 9... 
ment of Agriculture of the United States, owes the duty the increase of 2 cents, but it is my opinion that the para § |, 17i, 
to the owner of said cattle to exercise ordinary care in 8Taph at the top of page 2, under the caption, “Application J 21, }, 
dipping the same.—Ibid. of age a the effect of — aside that portion of (a) o 
Whether or not such carrier, in so dipping said cattle, Page 9 referred to by the railroad company in so far as it ipp 
exercised ordinary care, is a question of fact for the affects rates on brick. I have been unable to locate the age 
jury; and where there is competent evidence, which will Tuling by the Interstate Commerce Commission mentioned Cor 
reasonably sustain the verdict of the jury, this court will above, and in addition to favoring me with your interpre fp ot,, 
not disturb such verdict.—Ibid. oe of the tariff, kindly advise if you know of a ruling of J ».+, | 
tence this nature. é 
to po 
_ _COMMISSION ORDERS Answer: The proper increase in the instance referred to 
_The Commission has permitted the Tacoma Commer- _ by you is the specific increase shown under heading, “Ex- 
cial Club, the city of Tacoma and the port of Tacoma _ ceptions to Table of Rates,” in the 25 per cent supplement. Nev 
to intervene in No. 10458, the Commission of Public Docks The fact that a certain tariff is not mentioned in the § PUDIic 
of the City of Portland, Ore., et al. vs. S. P. & S. et al., list under one of the captions shown under the heading, regart 
and No. 10448, Inland Empire Shippers’ League vs. Oregon- “Exceptions to Table of Rates,’ does not preclude the ap- Son 
Washington Railroad & Navigation Co. et al. plication of the specific increase to a cgmmodity which a@ shi] 
By means of supplemental fourth section order No. 7386, takes a specific increase under General Order No. 28. The _ b 
the Commission has postponed the effective date of that listing of the tariff under the heading, “Exceptions to er 
fourth section order from July 1 to August 1, in so far Table of Rates,” is merely for convenient reference, the “o € 
as it relates to the fourth section violation involved in 25 per cent supplements of many carriers not listing the = fi 
formal docket No. 9277, E. I. Du Pont de Nemours Pow- tariffs under the separate captions, and as long as the ioe I 
der Co. vs. Houston & Brazos Valley et al., 52 I. C. C. 338. tariff is listed in the general list of tariffs to which the st 
2 gpa Te. Seen 25 per cent supplement is a supplement, the proper in- to th 
WIRE CONTROL BILL crease under General Order No. 28, namely, the specific J). i 
The conference report on the wire return bill was arbitrary and not the full 25 per cent increase, should be did so 
adopted by the House and Senate late June 27. The bill added. Wor 


now goes to the President for signature. With reference to your inquiry regarding the applica 
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tion of the published rate, even though such rate is pub- 
lished in error, the Commission, in the case of Lamb-Fish 
Lumber Company vs. Y. & M. R. R. Co. et al., 42 I. C. C. 
470, states: “We have repeatedly held that proof of error 
in the publication of rates does not justify a departure 
from the published rates. The fact that shippers may 
have full knowledge that the rates were published in error 
cannot alter the plain terms of the law.” 


Carriers Responsible for Lowest Through Rate 


Idaho.—Question: Some time ago we shipped a car of 
lumber to one of our customers in Iowa, routed C., M. & 
St. P., care C. & N. W. The railroad did not pay any 
attention to routing instructions on the bill of lading, and 
delivered the car on the Milwaukee. 

As our customer’s sheds were located on the C. & N. W. 
tracks, and as they were in a rush for this lumber, they 
were forced to accept the car as delivered on the Milwau- 
kee tracks and unload the car and truck the lumber some 
distance to their sheds. In making settlement, our cus- 
tomer has charged us for the drayage, amounting to 
$11.00. 

We are asking if it would be possible for us to file 
claim with the railroad, covering the extra expense in 
unloading the car caused by the railroad not following 
the instructions as noted on the bill of lading. 

Answer: Prior to the taking over of the control and 
operation of the railway system of the country by the U. S. 
government, the Interstate Commerce Commission held, in 
Conference Ruling No. 509, that “in case the consignee 
elects to accept shipment at the terminal where delivery 
has been erroneously offered rather than insist upon de- 
livery at the terminal designated, the shipper or the con- 
signee is entitled to recover damages in the sum of the 
difference between the expense of drayage actually in- 
curred at a reasonable charge therefor and the expense 
which would have been incurred if proper delivery had 
been effected by the carrier. The carrier responsible for 
misrouting the shipment, resulting in a claim of this char- 
acter, may reimburse the shipper or consignee entitled to 
reimbursement wholly at its expense without a specific 
order of the Commission in each case. In pursuing this 
course, carriers must accept full responsibility for the 
correct application of the rule and must make reports to 
the Commission in accordance with its order of July 3, 
1917. 

Under date of April 26, 1918, the Commission issued an 
order headed, “In the Matter of Routing Shipments,” which 
referred to the routing of shipments by the federal ad- 
ministration over routes which are more expensive than 
the routes ordinarily used, and stated that, by direction 
of April 23, 1918, the Director-General instructed the car- 
riers to adjust charges on such shipments in accordance 
with the following paragraph: 

“It is ordered that in instances in which, under the 
Director-General’s order No. 1, shipments have been, or 
are sent (a) via routes over which the rates are higher 
than via the routes designated by the shippers, or (b) 
over routes not provided for in through rate schedules, 
carriers participating in such transportation be, and they 
are hereby authorized to adjust the charges to the basis 
(a) of those applicable via the route designated. by the 
shipper, or (b) of those applicable via the route via which 
the shipments would ordinarily have been sent.” 

Consequently, under these decisions, the shipper is fully 
protected in having applied to this shipments the cheapest 
rate over a usually available route from point of origin 
to point of destination. 

A Misquoted Rate 


New York.—Question: Through the medium of your 
publication, The Traffic World, kindly give your views 
regarding the following: 

Some time ago the rate department of a railroad quoted 
a shipper a certain rate to a certain point. The shipper, 
not having any traffic department, could not check up 
the rate quoted, but assuming it was correct, went ahead 
and entered into several contracts, basing his profits on 
the freight rate quoted. In the meantime the shipper 
was presented with a bill for the freight based on the 
rate quoted, but after a lapse of two months, the shipper 
received a bill for additional charges, with a note thereon 
to the effect that the rate quoted was incorrect. The ship- 
per refused to pay the bill and still refuses, stating if he 
did so, it would mean considerable loss in the transaction. 

Won’t you be good enough to advise whether or not the 
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shipper can be compelled to pay the additional freight 
charges and, if so, whether or not he can hold the rail- 
road at fault? 

Answer: Section 1, of the Elkins act, in part provides 
that ‘whenever any carrier files with the Interstate Com- 
merce Commission or publishes a particular rate under 
the provisions of the act to regulate commerce or acts 
amendatory thereof or participates in any rate so filed 
or published, that rate is held against such carrier, its 
officers or agents, in any prosecution begun under this 
act, shall be conclusively deemed to be the legal rate, and 
any departure from such rate or any effort to depart 
therefrom shall be deemed to be an offense under this 
section of the act.” 

In the case of the Northern Pine Manufacturers’ Asso- 
ciation vs. C. & N. W. Ry. Co., 33 I. C. C. 364, the Com- 
mission stated that the Elkins act made it unlawful for 
carriers to charge rates other than those published in a 
prescribed manner, and in the case of Ochseurieter vs. 
A., T. & S. F. Ry. Co., 33 I. C. C. 519, that the shipper 
is charged with notice of the lawful tariff rate and that a 
misquotation of a rate is no ground on which to base a 
complaint of unreasonableness thereof. See Rule 254, Con- 
ference Ruling Bulletin 7. There are’ many court deci- 
sions to the effect that a wrong quotation by carrier’s 
agent of lower rates for interstate shipment than that 
fixed by the Interstate Commerce Commission gives no 
right of action against the carrier to the shipper injured 
thereby. Wardlow vs. Andres, 180 S. W. 1162; Ala. G. S. 
R. R. Co. vs. Geo. H. McFadden & Bros., 232 Fed. 

Section 6 of the act in part provides: “If any common 
carrier subject to the provisions of the act, after written 
request made upon the agent of such carrier hereinafter 
in this section referred to by any person or company for 
a written statement of the rate or charge applicable to a 
described shipment between stated places under the sched- 
ules or tariffs to which such carrier is a party, shall refuse 
or omit to give such written statement within a reasonable 
time or shall misstate in writing the applicable rate, and 
if the person or company making such request suffers 
damage in consequence of such refusal or omission or in 
consequence of the misstatement of the rate either through 
making the shipment over a line or route for which the 
proper rate is higher than the rate over another avail- 
able line or route or through entering into any sale or 
other contract whereunder such person or company obli- 
gates himself or itself to make such shipment of freight 
at his or its cost, then the said carrier shall be liable to 
a penalty of $250, which shall accrue to the United States 
and may be recovered in a civil action brought .by the 
United States.’” 

But it should be noted that this penalty accrues to the 
benefit of the United States and not to that of the injured 
shipper or owner. 

Combination Rates Under General Order No. 28 

Ohio.—Question: We would appreciate if you will kindly 
advise us as to the application of rates under General 
Order No. 28. 

We had a car of cement shipped from Medicine Lodge, 
Kan., to Cleveland, on which rate of 31% cents has been 
applied. This rate is based on 10 cents to Mississippi 
River, plus 2 cents advance under General Order No. 28. 
Rate from Mississippi River is constructed under 83.33 
per cent of sixth class rate, making same 15% cents plus 
25 per cent advance, making through rate of 31% cents. 
You will note the 2 cents advance on commodity rate 
and 25 per cent advance on class rate has been assessed. 
Kindly advise if this is the proper advance to apply on 
shipment of this nature. 

Answer: In accordance with section 1 of E. Morris’ 
Freight Tariff 228, I. C. C. No. U. S. 1, which reads in 
part that where a separately established class rate factor, 
plus a separately established commodity factor, is used 
in constructing the commodity rate, no deduction is to be 
made from either factor and the correct through rate to 
apply is the sum of the factors, the proper through rate 
to apply in the instance mentioned by you is 31% cents. 

Rates on Company Material 

New York.—Question: We are making several carload 
shipments of brake shoes to the M., K. & T. R. R. at 
Denison, Tex., and according to our sales agreement, these 
cars are to be prepaid to the customer’s line of road at 
St. Louis, and the full route is as follows: Belt Railway 
from plant, care C. & E. I. to St. Louis, care M., K. & T. 
from St. Louis to destination as company material. 
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We attach hereto an exact specimen of bill of lading 
specifying that charges are to be prepaid from our Chi- 
cago plant to St. Louis, in connection with which the 
C. & E. I. is assessing their proportion of the through 
rate to destination of 9.2 cents and delivering the ship- 
ment to the T. R. A. A. at East St. Louis for delivery 
to the M., K. & T., on which charges of 2 cents per cwt. 
transfer are being made and which are billed to our cus- 
tomer as advances. 

The other roads out of Chicago bill the shipments at the 
9%-cent rate to St. Louis, which is the cheaper rate of 
the two, and we would like you to settle the question 
as to whether or not we are entitled to the same con- 
sideration from the C. & E. I. We contend that the lat- 
ter road should bill the shipments at the 9%-cent through 
rate to St. Louis in accordance with the instructions car- 
ried in our bill of lading. 

Answer: Assuming from your letter that in the divi- 
sion of the through rate on brake shoes, C. L., from Chi- 
cago, Ill., to Denison, Tex., the lines to St. Louis, Mo., 
are allowed 9.2 cents, plus 2 cents bridge transfer, or a 
total of 11.2 cents per 100 pounds, as their proportion 
of the through rate in accordance with published division 
sheets of the lines parties to the through rate, we are 
of the opinion that the lines to St. Louis, Mo., must, in 
accordance with the decisions of the Interstate Commerce 
Commission covering the movement of company material, 
namely, In the Matter of Restricted Rates, 20 I. C. C. Rep. 
426; In the Matter of Transportation of Company Material, 
22 I. C. C. 439; In the Matter of Rates, Divisions, Rules, 
Regulations and Practices Governing the Transportation 
of Railroad Fuel and Other Coal, 36 I. C. C. 1, assess its 
commercial division and that the line south of St. Louis 
cannot be allowed a better division on its company ma- 
terial than it receives when handling such traffic when 
consigned to a commercial shipper or consignee. 

That, therefore, the C. & E. I. R. R. is correct in refusing 
to accept less than 9.2 cents per 100 pounds as its pro- 
portion to East St. Louis. 


Legal Rate Applicable 


Pennsylvania.—Question: I am in controversy with a 
certain railroad relative to carload rates on coal as Car- 
rier in Cameron’s Tariff No. 100-H. This tariff names 
rates from various points on the “A” Railroad to various 
points within the East St. Louis switching district, for 
delivery on a small switching line, which we will designate 
as “B.” Ths road “B” is named as a participating car- 
rier in the tariff referred to above, but in another portion 
of the tariff we find a ruling “that the delivering carrier 
will not absorb switching charges in excess of 10 cants 
per ton, minimum $3.00 per car.” The fact of the matter 
is the switching line making delivery does not have direct 
connections with the “A” railroad, consequently there are 
two switching charges to assess. My contention is that 
line “B” being a party to the tariff, the tariff names 
through rates from various points on line “A” to destina- 
tion on line “B,” and that the absorption clause wherein 
it is stated that line “A” would not absorb in excess 
of 10 cents per ton will not apply. 

Will you kindly advise me, through the medium of an 
early issue of The Traffic World, your opinion as to the 
rates in question? 


Answer: While the inclusion of line “B” as a party 
to the tariff has the effect of making the rates from 
points on line “A” to points within the switching limits 
of East St. Lovis joint rates in connection with line “B,” 
the restrction by the initial carrier of the amount of 
switching which it will absorb, by specific reference in 
connection with the rates, as shown on page 6 of supple- 
ment, 33 to page 28 of the tariff, has the effect 
of making the rate to industries on line “B,” the 
amount of the switching charge in excess of that 
absorbed, over the rate to East St. Louis. In other 
words, the initial carrier, in publishing rates to industries 
on line “B,” has not published the East St. Louis rate 
to such industries but has made the rate the amount of the 
awitching charge less the amount it absorbs, higher than 
the rate to East St. Louis. 

However, we are of the opinion that in accordance with 
Rule 10 of Tariff Circular 18-A, the tariff in question 
should carry specific reference to the switching tariff nam- 
ing the charge in excess of the amount which is absorbed 
and which is to be added to the East St. Louis rate, or 
should provide for the addition of such amount in accord- 
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ance with the current tariffs of terminal or switching 
roads as on file with the Interstate Commerce Commis- 
sion, and that failing to make such reference there is 
some doubt as to whether the carriers can legally collec 
the amount not absorbed in addition to the rate to Eas 
St. Louis, Il. 

Shipper’s Load and Count 


Illinois —Question: The question of checking carload 
shipments when requested by shipper has been a matter 
of considerable comment between us and the members of 
the Railroad Freight Agents’ Association of this city. 
Some claim if the shipper requests the checking of a 
carload shipment, he is not entitled to the carload rate 
of freight covering the shipment when it goes forward 
and that it should be billed at the less than carload rate. 
However, they are unable to lIccate any authority for 
such ruling. Will you kindly advise us, through the Ques- 
tions and Answers Department of The Traftic World, if 
you can cite us to any ruling governing this question? 

Answer: In the case of Ponchatoula Farmers’ Associa- 
tion vs. I. C. R. BR. Co., 19 LC. C. 513, and Louisiana 
State Rice Milling Co. vs. M., L. & T. R. R. & S. S. Co. 
et al., 34 I. C. C. 511, the Commission had under con- 
sideration the rule which is now carried in the Western 
Classification and which provides that “freight loaded by 
shipper and not checked by carrier must be receipted for 
‘Shippers’ Load and Count.’” In the former case, the 
Commission held that to require the carriers’ agent to 
count packages tendered for transportation would, in many 
instances, retard the shipment and impose an additional 
burden upon already overburdened station agents, while 
in the last-named decision the Commission did not find 
the rule to be unreasonable or otherwise in violation of 
existing law. Section 21 of the Bill of Lading Act pro- 
vides that “when package or bulk freight is loaded by 
shipper, the carrier may by insereing the words, ‘Ship- 
pers’ weight, load and count,’ or other words of like 
purport, indicate that the goods were loaded by the ship- 
per and the description of them made by him, and if 
such statement be true, the carrier shall not be liable 
for damages caused by the improper loading or by the non- 
receipt or by the misdescription of the goods described 
in the bill of lading; provided, however, where the ship- 
per of bulk freight installs and maintains adequate facili- 
ties for weighing such freight, and the same are available 
to the carrier, then the carrier, upon written request of 
stcn shipper, and when given a reasonable opportunity 
so to do, shall ascertain the kind and quantity of bulk 
freight within a reasonable time after such written re- 
quest, and the carriers shall not in such cases insert in 
the bill of lading the words, ‘Shipper’s weight,’ or other 
words of like purport, and if so inserted, contrary to the 
provisions of this section, said words shall be treated as 
null and void and as if not inserted therein.” 

It thus appears that a carrier cannot be required to 
check shipments loaded by shippers, but we know of no 
ruling to the effect that the less-than-carload rate will be 
charged if shipper requests the carrier to check carload 
shipments loaded by shippers. 


Released Value Based Upon Rates 


Missouri.—Question: Is it legal to release a commodity 
at 20 cents per pound when the actual invoice price is 
23 cents per pound? ould the carrier be forced to 
make reparation for the loss of shipment so released? 
Also does the pound weight include containers or just 
the net weight of the actual commodity? 

Answer: Under Section 10 of the Act to Regulate Com- 
merce, no shipper shall knowingly by false billing or 
otherwise obtain transportation for property at less than 
the regular rates established and in force on the line of 
transportation. But under the Cummins’ amendment, the 
carrier may, with the approval of the Interstate Commerce 
Commission, file and maintain rates dependent upon the 
value declared in writing by the shipper or agreed 
upon in writing as the released value of the prop- 
erty. The Supreme Court has also declared in many 
eases that it has become an established rule of the com- 
mon law that a carrier might by a fair, open, just and 
reasonable agreement limit the amount recoverable by a 
shipper in case of loss or damage to an agreed value 
made for the purpose of obtaining the lower of two or 
more rates or charges proportioned to the amount of the 
risk. In such instances, the declaration or agreement 
shall have the effect of lim‘ting the liability of the car- 
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rier and recovery from it to an amount not exceeding the 
value so declared or released. 

Unless otherwise provided for in the classifications or 
tariffs of the carriers, the pound weight of a shipment 
usually includes the weight of the container. 

Ratification by Shipper of Misrouted Shipment 

Illinois.—Question: Under date of December 7, 1917, 
we shipped from Cushing, Okla., to Hammond, Ind., a 
car of oil, routed M., K. & T., Terminal, Illinois Central, 
Erie delivery. Up to the middle of Dec2mber, the Illinois 
Central had no record of receipt of this car at St. Louis 
or any other point. 


On December 14 we gave instructions, ordering the car 
diverted to ourselves at Chicago, and held in outer yards 
for other disposition. With these instructions we sur- 
rendered the original bill of lading covering. On Decem- 
ber 26 the Illinois Central as yet had no record of the 
car moving on their rails, and we ordered same diverted 
to our customer at Carrollville, Wis., via C. & N. W. 

In each instance these orders were received by the 
proper official, and on January 25, 1918, the Illinois Cen- 
tral advised us that this car was not yet recsived by 
them and stated that they understood it was our desire 
to locate and reconsign same, as per our instructions 
of the 26th ult. On January 31 the car was delivered to 
the Illinois Central at East St. Louis, that line delivering 
same to the Indiana Harbor Belt, for the Erie to Ham- 
mond, on the same date. 


You will readily see that our diversion orders were 
entirely ignored, and as a result of the car going to 
Hammond instead of to Carrollville, as was our desire, 
this company sustained a loss of $192.57, which is the 
difference between our sale price to our customer at 
Carrollville and our sale price to our customer at Ham- 
mond. The invoice in each case is net, freight charges 
having been deducted. 

The claim has been filed with the carrier for some 
time, and has just recently been declined, they quoting 
the case of Brown vs. Vandalia R. R., 163 Ill. Appel. 473, 
also the case of the’ Midland Linseed Co. vs. American 
Fire Proofing Co.. 166 NW-573, Iowa, 1918, stating that 
when we accepted payment from our customer at Ham- 
mond we ratified delivery of the carrier, which was in 
error. We can hardly agree that the grounds on which 
our claim has been declined are sufficient in this in- 
stance, and would appreciate very much your adv’c:, 
quoting us, if possible, the decisions of the Interstate 
Commerce Commission relative to similar cases. 

In this connection, we would call your attention to the 
reconsigning tariff, which provides that carriers will ac- 
cept orders for reconsignment, but will not be responsible 
for the carrying out of these orders, except through 
negligence of it or its employees. This loss, which we 
sustained, is apparently the result of negligence.” 

Answer: The Interstate Commerce Commission has 
frequently ruled that the services of reconsignment or 
diversion are beneficial and are not only proper but may 
be required of the carrier, upon giving reasonable no- 
tice to the carrier, which seems to have been done in 
the foregoing case. But this case turns on another point 
over which the Interstate Commerce Commission has no 
jurisdiction, and that is whether the shipper has a claim 
for damages by reason of the carrier failing to reconsign 
the shipment and make delivery to the first destination 
point, and the shipper eczepting payment from the con- 
signee at that point at the original invoice price to the 
consignee. Claims arising from loss or damages to ship- 
ments are not cognizable by the Commission, but only 
the courts. Atlas Portland Cement Co. vs. L. V. R. R. 
Co.. 32 1. Cy. C.. ‘aes: 

It is our understanding that the courts generally hold 
that where a shipment is misrouted and the shipper 
accepts payment from the consignee at point of delivery 
on the basis of the original invoice price, that the shipper 
has thereby ratified the delivery and is without any re- 
course against the carrier. 


Loss After Delivery at Wharf for Export 


Maryland.—Question: We are subscribers to The Traf- 
fic World, and note that you follow the practice of answer- 
ing questions relative to the responsibility of common 
carriers. One of our shippers made a shipment of two 
carloads of walnut lumber from Algood, Tenn., to New 
Orleans, La. These shipments were on local bill of lading 
“for export,” One shipment was made on May 22, 1917, 
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and one on May 29, 1917. The shipments arrived at New 
Orleans May 31 and June 6, respectively, and were un- 
loaded on wharf on June 7 and 14 respectively. The lum- 
ber remained on wharf until July 5, when it was delivered 
to S. S. Nubian. On one of the shipments a shortage of 
twelve pieces developed, and on the other shipment a 
shortage of eleven pieces. The shipper filed a claim with 
the Tennessee Central Railroad Company, the initial car- 
rier, for $36.40 in the case of one shipment and $37.20 
in the case of the other. The claim agent of the Tennes- 
see Central declined payment of the claim on the ground 
that the cars arrived at New Orleans under unbroken 
seal. The contention of the shipper is that though the 
cars may have arrived under unbroken seal, that while 
the lumber remained on wharf from the New Orleans ar- 
rival date until delivered to S. S. Nubian, it was in the 
custody of the carrier, and therefore that the carrier is 
responsible to him for the amount of the claims. It 
appears that the Illinois Central Railroad received the 
cars from the Tennessee Central Railway at New Or- 
leans and that they were unloaded in the Illinois Cen- 
tral’s pier in due course. 

What I would like to have your opinion on is, who is 
responsible to the shipper for the loss he sustained. 
Is it either the Tennessee Central Railway or the Illinois 
Central Railway, or are neither of them responsible? The 
claim agent of the Tennessee Central Railway denies re- 
sponsibility solely on the ground that the cars arrived 
at New Orleans under unbroken seal. 

Answer: We understand that the shipment of two 
cars above described were billed from Algood, Tenn., to 
New Orleans, La., and not through to foreign destination 
point. Therefore, the bill of lading contract with the ini- 
tial carrier was merely to deliver the shipment safely at 
proper unloading wharf at New Orleans for ship loading 
on a certain steamer not ready for such loading when the 
carrier made delivery at New Orleans. On safe delivery 
by the rail carrier of the shipment at such wharf, its con- 
tract of carriage was completed and it was not liable for 
any loss incurred after that time. See section 5, clause 3, 
of the Uniform Bill of Lading. 


Refunding Overcharges in Excess of Lawful Charges 


Ohio.—Question: Will you please advise through your 
columns the measure of our responsibility as regards pay- 
ment of claims by carriers, which payments are not in 
accordance with legal published rates of freight? We 
desire to know whether we can be held responsible for 
such erroneous payments by carriers, and are we com- 
relled to make refund upon discovery by carriers of such 
wrong payments, such claims having been presented for 
our account by a third party with whom we have con- 
trect for auditing of freight bills, and naturally assume 
that these parties are experts and specialists in this line 
of work, depending upon them to secure claims which are 
rightfully due and owing to us, and likewise to present 
only claims which are properly legitimate, and further- 
more we assume naturally that the carriers will pay only 
such claims as are legitimate and proper, but in cases 
where the carriers pay claims based upon rates which 
are not carried in tariffs and various other causes, can we 
be held responsible for accepting such payment? 


We do not take the trouble to check claims after they 
have been paid to ascertain their correctness, as this 
would mean double work and we are paying the auditing 
company for this work. What we desire to know is, if we 
accept these payments without determining whether they 
are absolutely correct, can we be held liable by the car- 
riers for refund later, and can there be attached to our 
ace2ptance any claim of discrimination for accepting 
rebates? 

This. question is asked in view of the opinion carried 
in The Traffic World, issued May 24, 1919, page 1107, 
under the caption of “Overcharge—Fraud,” we viewing the 
principles therein as similar to the above. 


Answer: The amount fixed by the published schedules 
of rates and charges is conclusive as to all interstate 
commerce shipments. Such rate is absolute and its effect 
is not modified by the statement of any other rate either 
in the bill of lading or by the carrier’s agent. The ship- 
per as well as the carrier is bound to take notice of the 
filed tariff rates, and so long as they remain operative, 
they are conclusive as to the rights of the parties, pro- 
vided there is shown no attempt at rebate or false doing. 
Texas Pacific Railway Co. vs. Mugg & Dryden, 202 U. S. 
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242. A rebate, generally speaking, consists of any device 
whereby any property is transported in interstate com- 
merce at a lower rate than that lawfully filed and pub- 
lished, and while a successful prosecution for rebating 
must depend upon a showing that the parties knowingly 
and willfully transported goods at less than the published 
tariff rate, yet if a shipper has in fact received refunds 
in the form of overcharges from the carrier which re- 
duced the charges to the shipper to an amount less than 
the published tariff rate, the carrier on such a showing is 
entitled to recover the difference from the shipper. 


Measure of Damages in Shipment Injured in’ Transit 


New York.—Question, I have read with interest, on 
your Questions and Answers sheet, in your issue of May 
31, the paragraph, “Claims based on invoice price.” We 
have a case in point now with the New York Central Rail- 
road as follows: 

A carload of frozen fish forwarded from Seattle, Wash., 
October 4, 1916, which was delayed in transit, did not 
arrive in New York until October 23, and the contents of 
the car were in a soft condition, due to not being properly 
refrigerated in transit. These goods were purchased 
f. o. b. Seattle, Wash., at 7 cents per pound and were sold 
for arrival at 11 cents per pound. Understand that we 
took an order from a firm in New York to supply a car- 
load of a certain kind of fish which was to be sold at 11 
cents, delivered in New York. On account of the negli- 
gence of the railroad company the fish deteriorated in 
transit, and the best that we could realize on the sale of 
this carload lot was 8 cents per pound, making a loss 
of 3 cents per pound on 22,360 pounds. The railroad 
company have sent one of their adjusters to us and wish 
to settle on a basis of the original cost of 7 cents per 
pound, plus freight charges against the selling price of 
8 cents per pound. Are we not entitled to the 3 cents 
per pound loss on the shipment in its entirely? 

Answer: In accordance with the present rule of the 
Interstate Commerce Commission, as given in “In the 
Matter of Bills of Lading, etc.” 52 I. C. C. 671, and the 
common law rule, you are entitled to the difference be- 
tween the amount realized from the sale of the damaged 
shipment and its actual market value in good condition 
at destination when they should have arrived, plus in- 
terest on such value from the date when the shipment 
should have been delivered, after deducting the unpaid 
transportation charges, if any. 

Time Within Which to File Claim in Express Shipment 

Colorado.—Question: In the Legal Department column 
of your paper, will you please advise whether the time 
for presenting claims to the express companies is not the 
same as with the railroads, namely, six months. And can 
you also advise us if that is correct; when it was that 
the railroads changed the time for the presentation of 
loss and damage claims from four months to six months? 
We were of the opinion that we were allowed six months’ 
time in which to present a loss and damage claim to the 
express company, the same as with the railroad, but 
the express company tell us this is not so, and that the 
time limit is four months. 

Answer: The Interstate Commerce Commission, “In 
the Matter of Express Rates,” etc., 43 I. C. C. 510, found 
as follows: 


“Representatives of shippers, hereinafter referred to as 
protestants, objected to that provision of the receipt re- 
quiring the presentation of certain classes of claims for 
loss or damage within four months, and to the establish- 
ment of rates for the transportation of ordinary live stock 
dependent upon the value of the stock transported. They 
urge an extension of the period for filing claims from 
four months to six, as fixed by carriers in freight bills 
of lading. The Cummins amendment makes it unlawful 
to fix a period for filing claims shorter than four months, 
and provides: 

“‘That if the loss, damage, or injury complained of was 
due to delay or damage while being loaded or unloaded, or 
damaged in transit by carelessness or negligence, then no 
notice of claim nor filing of claim shall be required as a 
condition precedent to recovery.’ 

“Petitioners interpret this proviso as limiting the appli- 
cation of the four months’ clause to claims arising out of 
undisclosed loss or damage, knowledge of which is pe- 
culiarly in possession of the consignee or claimant and 
for reasons that are obvious should, they say, be pre- 
sented promptly. Protestants would offer no objection to 
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the four months’ provision provided it is applied only to 
concealed loss and damage claims. 

“The four months’ provision has been in force for a 
number of years, and prior to June 2, 1915, the effective 
date of the Cummins amendment, was applied to all claims 
for loss or damage. It is not in conflict with the provi- 
sions of the act, and the evidence of record does not war- 
rant a finding that it is or would be unreasonable as 
applied to shipments by express.” 


Notice to Consignor in Order Consignments 


Canada.—Question: We shipped five carloads of perish- 
able freight, order bank, notify so and so. 

On arrival, consignee did not take delivery, as it was 
not convenient, but the carrier failed to notify us that 
goods were not accepted, and after they stood on track 
in the carrier’s hands, he stored them, and, after storing, 
ten days later, he mailed storage receipt showing where 
the goods were stored; we got this notice through mail 
twenty-one days after cars had arrived at destination. 
The market value had declined very considerably and the 
goods had deteriorated badly and will hardly bring the 
freight charges. Had we been notified by wire within 
forty-eight hours after arrival that the goods were not de- 
livered, we could have resold at higher price than original 
invoice. Repeated inquiries through bank why drafts, 
which were attached to bills of lading, were not made, 
were responded to by the statements that drafts would be 
paid in a day or two. We naturally concluded that con- 
signee had arranged by bond of indemnity to get delivery 
from carrier and our drafts would be paid in a few days. 
Consignee has now failed up, and the five carloads of 
goods are worthless; will hardly bring charges. 

Is carrier liable for failing to notify us by wire within 
reasonable time that goods were not delivered? We 
understand that consignee had not right to exercise any 
dominion over the goods, as the title did not pass till sur- 
render of order ladings, properly endorsed. 

Arswer: An order-notify shipment is notification to 
the carrier that title to the consignment is retained in the 
consignor until delivery of the bill of lading, properly en- 
dorsed. But as‘ such bill expressly provides who the party 
is to be notified, the common law rule is that the car- 
rier has performed its contract of carriage upon giving 
notice to such party on arrival of the shipment in good 
order at destination. Section 5 of the Uniform Bill of 
Lading provides that property not removed by the party 
entitled to receive it, within 48 hours after notice of its 
arrival has been duly sent, may be stored by the carrier 
at the owner’s risk and subject to lien for all freight and 
other lawful charges. In the absence of any statutory 
law to the contrary, and when the carrier is not bound to 
make personal delivery, but only required to deposit the 
goods at the usual unloading place, no duty devolves upon 
the carrier to give notice to the consignor or owner of 
the goods, in case of their refusal by the consignee. In 
such instances, where the carrier has safely stored the 
goods, its whole duty as carrier has been performed, and 
any loss or damage incurred thereafter would subject 
such carrier to liability only as a warehouseman. 


Shippers Load and Count Stipulation 


New York.—Question: We shall appreciate your ad- 
vising us through your columns whether a carrier’s claim 
department is justified in declining a claim for shortage, 
if the original bill of lading bears a “shipper’s load and 
count stamp.” The consignment in question was drayed 
from a U. S. bonded warehouse to the carrier’s freight 
station, where our drayman loaded same in a car, which 
car the carriers claim was immediately sealed and for- 
warded to their house, a distance of not more than one 
block, where it was necessary to transfer the consignment, 
at which time the shortage of one piece was noticed. The 
consignment was a less-than-carload shipment, and we 
do not feel the carrier’s receiving clerk was justified in 
putting the “shipper’s load and count stamp” on the bill 
of lading. 

Answer: Section 21 of the “Pomerene bill of lading act 
would permit a carrier to insert in the bill of lading 
of the shipment above described the words, “shipper’s load 
and count.” But such words do not necessarily excuse 
the carrier from liability for loss or damage to the ship- 
ment resulting through its fault or negligence. The pur- 
pose of such words is not to hold the carrier to a strict 
accountability for the actual number or quantity of arti- 
cles stated in the bill of lading, but, instead, to require 
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the owner to prove by satisfactory evidence that the num- 

ber or quantity of articles stated in the bill of lading 

were actually delivered to the initial carrier and that a 

lesser quantity was delivered by the carrier at destination. 

Adjusting Claims Under Clause 3, of Section 2, of the 
Uniform Bill of Lading 

Washington.—Question: By referring to Interstate 
Commerce Commission decision No. 4844, in the matter 
of bills of lading, submitted December 7, 1918, and de- 
cided April 14, 1919, which has particular reference to 
section 2, clause 3, of the uniform bill of lading meas- 
ure of carrier’s liability for loss or damage, you will note, 
on page 710 thereof, the Commission has stated that the 
view they take of the law, it is unnecessary to review the 
arguments of the parties at any length, because the 
general rule of the common law is that the measure 
of damages for which the carrier is liable, in the absence 
of specific stipulations in relation thereto, is the market 
value of the goods at destination, plus interest on such 
value from the date when, in general course, the goods 
should have been delivered, less the unpaid transporta- 
tion charges, if any. 

Now that they have agreed in accordance with the Cum- 
mins amendments, and new bills of lading will be effective 
August 8, 1919, on claims that have been settled since the 
Cummins amendment prohibiting the carriers from lim- 
iting their liability in loss and damage claims other than 
on shipments made under a release rate, are shippers 
privileged now to file claims for interest on all of their 
loss and damage claims that have been paid since the 
Cummins amendment? We figure that inasmuch as the 
clause above referred to was illegal and contrary to the 
common law, that the privilege of including interest at 
6 per cent on our loss and damage claims, would be 
retroactive. Would it make any difference whether the 
loss and damage claim has been paid in full or compro- 
mised on the carrier’s record? Could it be considered 
that the compromise settlement may include any interest 
the carriers should pay?” 

Answer: We have substantially answered this ques- 
tion in our answer to “Illinois,” published on page 1287, 
of the June 14, 1919, issue of The Traffic World, in part 
as follows: 

“Consequently, if the Cummins amendment makes null 
and void all limitations of carriers’ liability, and the In- 
terstate Commerce Commission holds that the present 
section 2, clause 3, of the Uniform Bill of Lading has a 
limitation of the carriers’ liability in the meaning of the 
Cummins amendment, all claims or suits adjusted since 
the adoption of the Cummins amendment on the basis 
provided for in section 2, clause 3, of the Uniform Bill of 
Lading, were adjusted contrary to law, the carriers are 
now liable to be called upon to make reparation in the 
above between the amounts paid on the basis of the value 
of the property at place and time of shipment and the 
amounts actually due on the basis of the value of the 
property at destination, even though the order of the 
Commission in said case expressly is that the carriers 
are not required to adopt and put into use the particular 
form of bill of lading prescribed until August 8, 1919.” 


No doubt this matter will be further considered by the 
Commission in supplementary proceedings. The law gives 
the Commission authority to prescribe the particular form 
of bill of lading to be used by the carriers, and to allow 
damages, in the nature of reparation, where the carriers 
have ‘been guilty of unjust discrimination or disregarded 
the law. It is possible that the Commission may in time 
handle this subject precisely in the same manner in which 
it handled loss and damage claims growing out of dis- 
criminations by the carriers in the matter of the time 
within which to file notice of claims, as was cited in “In 
the Matter of Bills of Lading,” 29 I. C. C. 417. 


DOINGS OF THE TRAFFIC CLUBS 


Representatives of shippers and carriers in Trenton, N. J., 
and adjacent territory, have formed a traffic club with an 
initial membership of between fifty and sixty. The club 
will be an auxiliary to the Traffic Bureau of the Chamber 
of Commerce and is largely educational in its present 
work. Meetings are held on the fourth Wednesday of 
each month, in the Chamber of Commerce hall, and it is 
Planned to have each meeting addressed by a speaker on 
a subject of interest to the membership. The May meeting 
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was addressed by J. W. Bomgardner, traffic manager, John 
A. Roebling’s Sons Company, on “Cooperation Between 
Shipper and Carrier’ and the June meeting by A. M. 
Maddock, president Thomas Maddock’s Sons Company. Mr. 
Maddock spent four months in Central and South America 
and spoke on trade prospects with countries located there. 
Early in July the club will hold its first annual outing. 
The officers are: President, M. D. Warren, traffic manager, 
Chamber of Commerce; vice-president, E. C. Hammell, of 
the Cook Linoleum Company; secretary, Frank J. Quick, 
of the Empire Rubber & Tire Company. 


| Personal Notes 


Dudley G. Gray was born in Columbus, Ohio, and edu- 
cated in the public schools of that city and the Ohio State 
University. He entered 
the railroad service with 
the Baltimore & Ohio 
Railroad as messenger in 
the division freight office, 
Columbus, Ohio, October 
1, 1887; chief clerk in 
same office in 1896; 
transferred as chief clerk, 
general freight office, 
Pittsburgh, in 1897; be- 
came division freight 
agent at Columbus in 
1902; transferred to the 
division freight agency at 
Pittsburgh in June, 1905; 
became general freight 
agent of the B. & O. Rail- 
road at Pittsburgh, in 
April, 1910; left the serv- 
ice of the B. & O. Rail- 
road, December 31, 1912, 
joining the staff of the 
Western Maryland Rail- 
road as representative at 
Pittsburgh; transferred to Baltimore with the same com- 
pany, November, 1913, as general freight agent; made 
freight traffic manager of the same company, September, 
1916, and remained in that capacity until the consolidation 
of the lines in the so-called Allegheny Region of the 
United States Railroad Administration, where he became 
assistant freight traffic manager, July 1, 1918, of the Alle 
gheny Region Lines. He was transferred to Chicago, June 
16, 1919, as assistant traffic manager, B. & O., Western 
Lines. 





G. W. Oliver has resigned as statistician of the Atchison 
Topeka and Santa Fe Railroad and is now established as 
an expert in the analysis of railroad traffic and operations 
with offices in Chicago, specializing in cost analysis and 
statistical work in connection with rate litigation before 
the Inierstate Commerce Commssion, state commissioners, 
and the courts. He entered railroad service December 1, 
1900, with the Santa Fe, and has been with that company 
continuously to the present time, occupying various posi- 
tions. He succeeded the late James Peabody as statistician, 
August 1, 1916. 


L. M. Betts is appointed supervisor of transportation in 
the office of R. H. Aishton, Regional Director, Northwestern 
Region, vice D. B. McIntyre, resigned to accept position 
as assistant traffic manager, The Simmons Company, 
Kenosha, Wisconsin. Mr. McIntyre has filled the position 
of supervisor of transportation since the organization of 
the Railroad Administration, having formerly been train- 
master, C. & N. W. R. R., at Council Bluffs, Iowa. Mr. 
Betts has filled the position of supervisor of car service 
in the office of the Regional Director, Northwestern Region, 
since the organization of the Railroad Administration, prior 
to which time he held the position of superintendent of 
car service on the Belt Railroad of Chicago. 


A. E. Sweet is appointed federal manager of the El Paso 
and Southwestern Railroad and El Paso Union Passenger 
Depot, with headquarters at El Paso, Texas, vice G. F. 
Hawks, resigned. 
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ILLINOIS CLASSIFICATION CASE 


The Trafic World Washington Bureau. 


The Commission has denied the petition of the Illinois 
Manufacturers’ Association for an enlargement of the scope 
of the investigation, Ex Parte No. 67, Illinois Classification, 
so as to include a comparison, not only between trans- 
portation of property in Illinois, on the one hand, and in 
Indiana, Michigan and Ohio, on the other, but also the 
related transportation under Western and Southern Classi- 
fications. 

Similar, if not absolutely identical, petitions were filed 
by the Illinois District Traffic League, the Illinois Public 
Utilities Commission, and other Illinois interests. They 
think the Commission cannot fairly dispose of the question 
by merely looking at transportation in Indiana, Michigan 
and Ohio, under the terms of Official Classification, and 
ignoring the conditions in the adjoining states on the west 
and north, and into Illinois on Western and Southern 
classifications. 

The Commission has also declined to change the first 
hearing in the matter from Chicago to Indianapolis, as 
requested by practically every commercial body in Indiana. 


SHIPPING CONTAINER CHANGES 


The Trafic World Washington Bureau. 


The divisions cf traffic and public service of the Rail- 
road Administration are receiving letters protesting 
against some of the provisions of supplement No. 33 to 
Official Classification No. 44, which is to become effective 
August 20, as to some parts, and effective as to other 
parts on different dates. The supplement revises specifica- 
tions for shipping containers for boots and shoes and 
other articles. The Commission, however, has not re- 
ceived letters specifically protesting against the provi- 
sions of the supplement pertaining to shoe containers, 
filing of which it has authorized by fifteenth section 
order No. 1435, dated June 6. The order is based on 
Application No. 7448, made by R. H. Collyer, and posted 
by the Commission on April 26. (Traffic Bulletin, May 
a, p. 16.) 

In his application to the Commission, Collyer said: 
“This matter was evolved by the committee on packing, 
containers and prevention of loss and damage claims, and 
is understood to have been the subject of conferences with 
representatives of substantially the entire boot and shoe 
manufacturing and distributing trade.” 

The Commission held no formal hearing on the sub- 
ject, nor any informal conference such as is held when 
there is any particular protest against a matter, indicat- 
ing that there might be any question as to the wisdom 
of the proposed changes. 

Only one letter was received by the Commission on the 
subject of boot and shoe containers, and no request for a 
hearing. 


| Digest of New Complaints 


No. 10718. Mutual Wheel Co., Moline, Ill., vs. C. B. & Q. et al. 
Against the assessment of higher rates cn wooden automo- 
hile wheels with detachable steel tires attached than when 
the tires are not attached, as unjust and unreasonable. Asks 
for reasonable rule to cover the different methods of ship- 
ment, and reparation. 
No. 10719. Lindsay-Sheridan Co., Sheridan, Wyo., vs. South- 
ern Pacific et al. 

Against a rate of $1.15 on apples from Watsonville, Calif.. 
to Sheridan, as unjust and unreasonable because in excess of 
a subsequently established rate of $1 over the same route, on 
the ground that there was no reason why the blanket rate of 
$1 subsequently established to Sheridan should net have ap- 
plied at the time of movement. Asks for reparation. 

No. 10720. Lindsay-Sheridan Co., Sheridan, Wyo., vs. South- 
ern Pacific et al. 

Against the assessment of a combination of rates on canta- 
loupes from Keyes, Calif., to Sheridan, in excess of a sub- 
sequently extended blanket rate. Asks for reparation. 

No. 10721.. El Paso Sash and Door Co. vs. A. T. & S. F. et al. 

Alleges that rates on building and roofirg pavers from 
California points to destinations in Texas, New Mexico and 
Arizona are in violation of the first four sections of the act 
and unduly preferential of shippers at Denver, Albuquerque 
and Tucumcari, N. M. Asks for reasonable rates and repara- 
tion. 

No. 10722. Lowry Lumber Co., Kansas City, vs. M. K. & T. 


et al. 
Unreasonable demurrage charges on lumber routed by ship- 
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per over an impossible route, held at St. Louis, the carrier 
having taken the car there notwithstanding that the bill of 
lading specified an impossible routé. Asks for reparation. 


No. 10723. Colorado Fuel and Iron Co., Denver, vs. A. T. & 
S. F. et al. 


Against the adjustment of iron and steel rates from its 
plant at Minnequa, Colo., to Pacific coast points, in relation 
to rates from Chicago to the same destinations, as unjustly 
discriminatory against the complainant and unduly preferen- 
tial to its competitors shipping on the Chicago rates, in that 
while the distance from Minnequa to the Pacific coast is only 
65 per cent of the distance of Chicago from the coast, the rates 
from Minnequa are 83.3 per cent of those from Chicago. Asks 
for rates not in excess of 75 per cent of the Chicago-Pacific 
coast rates for application from Minnequa. 


No. 10724. Marietta Manufacturing Co., Indianapolis, vs. C. I. 
& L. et al. 


Alleges unjust discrimination in the classification of its 
products, used the same as marble as tops for tables, etc., in 
that they are rated second L. C. L. and fourth C. L., while the 
products of a competitor at Parkersburg are rated R. 26. 
Asks for just and reasonable and non-discriminatory rating. 


No. 10725. Lowry Lumber Co., Kansas City, vs. Mo. Pac. et al. 
Alleges overcharge on a carload of lumber from Clarks, La., 
to O!l City, Pa., reconsigned in transit. Asks for reparation. 


TODD SUCCEEDS HUSTIS 


James H. Hustis has resigned as director of the New 
England district, United States Railroad Administration, 
effective July 1, and is succeeded by Percy R. Todd, who 
has been acting as assistant to the district director. 


The New England district consists of all New England 
railroads under federal control, including such parts of 
those roads as extend into the state of New York and 
Canada. Mr. Hustis was appointed to the position when 
the district was created, June 10, 1918. ; 

Asked as to the significance of his resignation, Mr. 
Hustis said the probable return of the railroads to private 
operation December 31 next placed on him a special obli- 
gation in connection with the Boston & Maine, of which 
he has continued to be the receiver. There are many details 
to be arranged for in connection with the return of the 
railroads to their owners, as well as in preparing for 
their organization after their return, and Mr. Hustis 
will give his entire time to this work as applied to the 
Boston & Maine. 


“NO ACCIDENT” WEEK 

The following results were achieved in the “No Acci- 
dent” Week in the Northwestern Region, June 22 to 28: 
Fifty out of 63 roads completed the week without an 
accident to an employee of any kind; four roads had a 
clear record for six days; for all lines in the region, there 
was a decrease in accidents of 78 per cent. 

Aside from the reduction in accidents, one of the results 
accomplished has been to bring prominently to the atten- 
tion of every employee in the Northwestern Region the 
benefits of the safety work, Director Aishton says. 


TRAFFIC CLERKS WANTED 


The United States Civil Service Commission announces 
an open competitive examination for tariff clerk, for men 
only, on August 6. «Vacancies in the Interstate Commerce 
Commission, Washington, D. C., at $1,200 to $1,500 a year, 
and in positions requiring similar qualifications, at these 
or higher or lower salaries, will be filled from this exam- 
ination, unless it is found in the interest of the service to 
fill any vacancy by reinstatement, transfer, or promotion. 


COMMISSION ORDERS 


The Commission has modified its order in No. 9287, 
James Bute Co. et al. vs. A., T. & S. F. et al., so that 
it will become effective on August 15 instead of July 15. 

The Commission has denied the complainants’ applica- 
ticn for a rehearing in No. 4694, Adams Leather Co. et al. 
vs. Canadian Pacific et al. 


RATES ON ROCK SALT 


The Westcrn Freight Traffic Committee has assigned 
for hearing, 10:30 a. m., July 17, the question of rates on 
rock gale, carloads, from Kansas producing points to 


Chicago. 
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July 5, 1919 


DOCKET OF THE COMMISSION 


Note.—Items in the Docket marked with an asterisk (*) are 
new, having been added since the last issue of The Traffic 
World. Cancellations and postponements announced too late to 
show the change in this Docket will be noted elsewhere. 


July 7—Los Angeles, Calif.—Examiner Marshall: 
10664—Perishable freight investigation. 
15th Section Application 7738. 


July 7—San Francisco, Calif.—Examiner Brown: 
10227—Electric Railway Mail Pay. 


July 7—Portland, Ore.—Examiner Waters: 
10535—Northern Grain and Warehouse Co. vs. Northern Pa- 
cific Ry. et al. 
9270—Astoria Box Co. et al. vs. Portland & Seattle Ry. et al 


July 7—Tulsa, Okla.—Examiner Trezise: 
10647—Cosden & Co. et al. vs. The Akron, Canton & Youngs- 
cown Ry. Co. et al. 
sa eee ae Refineries, Inc., vs. Gulf, Colorado & Santa Fe 
et al. 
10590—Oklahoma Petroleum and Gasoline Co. vs. Gulf, Colo- 
rado & Santa Fe et al. 
—— Iron Works et al. vs. Gulf, Colorado & Santa 
Fe et al. 
July 7—Mason City, Ia.—Examiner Mattingly: 
10596—North Iowa Traffic Assn. vs. Ann Arbor R. R. Co. et al. 
July 7—Meridian, Miss.—Examiner Graham: 
9560—Meridian Traffic Bureau vs. Southern Ry. Co. 


July 7—Cleveland, O.—Commissioner Woolley: 
—— Steel Hoop Co. vs. P. R. R., Director General 
et al. 


July 8—Chicago, Ill.—Examiner McFarland: 

8632—Sulzberger & Sons Co. vs. C. R. I. & P. et al. 

8632 (Sub. No. 1)—Sulzberger & Sons Co. vs. M. K. & T. et al. 

8632 (Sub. No. 2)—Sulzberger & Sons Co. vs. St. L.-S. F. et al. 
Such portions of fourth section application No. 630 filed 
by Agent F. A. Leland, seeking authority to continue to 
charge for the transportation of dressed beef or fresh meats 
in straight or mixed C. L. from Omaha, Neb., to Oklahoma 
City, Okla., rates which are lower than the rates contem- 
poraneously maintained on like traffic from Kansas City, 
Kan., and from or to other intermediate points. 

7519—Cudahy Packing Co. vs. A. T. & S. F. et al. 


July 8—Tulsa, Okla.—Examiner Trezise: 
10617—Akin Gasoline Co. vs. Ft. Worth & Denver City et al. 
10618—Akin Gasoline Co. vs. M. K. & T. Ry. et al. 
10598—Sunland Oil Co. vs. Texas & Pacific et al. 

July 9—Seattle, Wash.—Examiner Waters: 
10540—Pacific Coast Shippers’ Assn. vs. Canadian Pac. Ry. 

et al. 

July 9—Los Angeles, Calif.—Examiner Brown: 

10227—Electric Railway Mail Pay. 


Every Interstate Rate 
Now Legally in Effect 


IS ON FILE 


with the 


Interstate 
Commerce Commission 


When you want Rate 
Data of any kind let 
us procure it for you. 


Special Service Department 


THE TRAFFIC SERVICE BUREAU 


505 Colorado Building, 
WASHINGTON, D. C. 





G. M. 


THE TRAFFIC WORLD 


om 
ANCHOR 
ANCHOR-DONALDSON 


_ 


QUADRUPLE SCREW TURBINE 
Length 901 Feet + Breadth 97 Feet +47000 Tons. 


UNEXCELLED SERVICE 


NEW YORK-AVONMOUTH 
NEW YORK-LIVERPOOL 
NEW YORK-MEDITERRANEAN 
NEW YORK-SOUTHAMPTON 
BOSTON-LONDON 
MONTREAL-GLASGOW 
PORTLAND-GLASGOW 
PHILADELPHIA-BRISTOL 
COMBINED FLEET 
Mauretania Verbania 
Royal George Caronia 
Calabria Saxonia 
Saturnia Tarantia 
Verentia Valacia 
Vardulia Venusia 


Vasconia 
Carmania 
Pannonia 
Italia 
Vitellia 
Vennonia 


Aquitania 
Orduna 
Columbia 
Cassandra 
Vindelia 
Vellavia 
Virgilia 
RATES to Irish, English and Scotch points via Liverpool, London, Glasgow 
or Avonmouth, and to Mediterranean points via Genoa, Naples or 
Piraeus, quoted on application. 
REFRIGERATOR SPACE FOR EVERY PURPOSE 
For information as to rates, sailings, etc., and for booking arrangements, 
apply to . 
COMPANY’S OFFICES 
Boston Philadelphia 
Minneapolis Winnipeg 
Pittsburgh Washington 
Seattle Vancouver 


Montreal 
Portland, Me. 
St. Louis 
Cleveland 


New York 
Chicago 
Baltimore 

San Francisco 


WE LEASE TANK CARS 
ANY SERVICE — ANY TIME 


LIQUIDS DESPATCH LINE 


2500 S. Robey St. Chicago, Ill. 


TRAFFIC ORGANIZATIONS 


THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
The object of this league is to interchange ideas concerning 
traffic matters, to co-operate with the Interstate Commerce 
Commission, state railroad commissions and transportation 
companies.in promoting and securing better understanding by 
the public and the state and national governments of the needs 
of the traffic world; to secure proper legislation where deemed 
necessary, and the modification of present laws where consid- 
ered harmful to the free interchange of commerce; with the 
view to advance fair dealing and to promote, conserve and pro- 
tect the commercial and transportation interests. 


Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 
Freer eee President 
Sec. Central Coal Association, Neave Bldg., Cincinnati, O. 
Cy (Se SE a4bc:ccdeneeansiameanansion ciliate kon Vice-Presiaent 
Transportation Commissioner, Kansas City Chamber of 
Commerce. 


Oscar F. Bell Secretary-Trea 
+ ene Company, 836 South Michigan ive “Chi. 


Be Be wateacan Me a eR Oe ei ecateibiaiedll Assistant 
5 North La Salle tSreet, Chicago, IIl. or ep 


MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of 
industries Located at Sterling and Rock Falls, Ill. 


A. N. Bradford ......... bares 4 oxeced peaian annih sme aniaiecans President 
Ey We SE ko 00600% pacientes dere paea wars onto .Vice-President 
W. J. Burleigh .......... 60.080 0ecewccccs asin Secretary-Treasurer 
fe era senate Sescinwaee conse c Manager 


All correspondence relative to movement of traffic t 
Sterling and Rock Falls, Ill., should be addressed to the Tramie 
Manager, General Offices, Lawrence Building, Sterling, Il. 
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*" July 10—Sioux Falls, S. D.—Examiner Mattingly: 


9496—Haley & Lang Co. vs. American Express Co. et al. 


July 10—Chicago, Ill.—Examiner McFarland: 

“9b36—Oriental Textile Mills vs. Alabama & Vicksburg Ry. Co. 
et al. Fifteenth section application 7086 of F. A. Leland, or. 
behalf of the Trinity & Brazos Valley Ry. and certain other 
non-federal controlled carriers, asking for authority to 
eancel L. C. L. commodity rates on camel's hair press cloth 
from Houston to specific destinations in Illinois, Indiana, 
Michigan, Minnesota, Ohio, Tennessee and Wisconsin, and 
on press cloth, C. L., from Houston to Vicksburg, New Or- 
leans and groups. 


July 10—Chicago, Ill.—Commissioner Wooley: 
10632—Standard Oil Co. vs. B. & O. C. T. R. R. et al. 
9806—E. T. Stokes et-al. vs. D. L. & W. R. R. Co. et al. 
9806 (Sub. 1)—E. T. Stokes et al. vs. P. R. R. Co. et al. 


July 11—Omaha, Neb.—Examiner Mattingly: 
10539—Nebraska Bridge Supply and Lumber Co. vs. 
Pacific R. R. et al. 
10251—Nebraska-Iowa Fruit Jobbers’ Assn. vs. C. B. & Q. 
R. R. Co. et al. 


July 11—Natchez, Miss.—Examiner Graham: 
10585—Natchez Chamber of Commerce et al. vs. Y. & M. V. 


R. R. Co. et al. 


July 11—Kansas City, Mo.—Examiner Trezise: 
1 —Badger Lumber Co. et al. vs. A. T. & S. F. Ry. Co. 
et al. 
* Fifteenth Section Application No. 2065—In the matter of Kan- 
sas City Railway Co. 


July 12—Chicago, Ill.—Examiner McFarland: 
10019—Montana Oil Co. et al. vs. A. T. & S. F. Ry. Co. et al. 


July 12—Spokane, Wash.—Examiner Waters: 

1 F. R. Woodbury Lumber Co. et al. vs. Great Northern 
Ry. Co. et al. 

10530—Inland Empire Paper Co., Inc., vs. H. & B. R. R. 
Co. et al. 

10565—American Fire Brick Co. vs. Oregon-Washington R. R. 
& Navigation Co. et al. 

a eee Hill and Sullivan Mines Co. vs. Can. Pac. 
Ry. " 


July 12—Shreveport, La.—Examiner Graham: 
10573—Weaver Bros. & Looney vs. Hines et al. 


July 14—Chicago, Ill.—Examiner McFarland: 
1 1—American Smelting and Refining Co. et al. vs. Ann 
Arbor et al. 
~ 9 euneneneen Copper Mining Co. vs. Ann Arbor R. R. Co. 
et al. 


July 14—Little Rock, Ark.—Examiner Graham: 
10616—Ouachita Valley Ry. Co. vs. C. R. I. & P. et al. 
wt wry Jobbers’ and Manufacturers’ Assn. vs. C. R. 
I. & P. et al. 


July 14—Salt Lake City, Utah—Examiner Brown: 
10227—Electric Railway Mail Pay. 


July 14—Des Moines, Ia.—Examiner Mattingly: 
9931—P. H. Barrett vs. C. B. & Q. R. R. Co. et al. 


July 14—Pittsburgh, Pa.—Examiner McGehee: 
10197—Avella Coal Co. vs. Pittsburgh & West Virginia Ry. 


et al. 

10197, Sub. No. 1—Meadowlands Coal Co. vs. Pittsburgh & 
West Virginia Ry. et al. 

10197, Sub. No. 2—Waverly Coal and Coke Co. vs. Pittsburgh 
& West Virginia Ry. et al. 

10197, Sub. No. 3—Pryor Coal Co. vs. Pittsburgh & West Vir- 
ginia Ry. et al. 

10197, Sub. No. 4—Duquesne Coal and Coke Co. vs. Pittsburgh 
& West Virginia Ry. et al. 

10197, Sub. No. 5—Pittsburgh Southwestern Coal Co. vs. Pitts- 
burgh & West Viriginia Ry. et al. 

10197, Sub. No. 6—Ferguson Coal and Coke Co. vs. Pittsburgh 
& West Virginia Ry. et al. 


July 14—Chicago, Ill—Commissioner Wooley: 
10673_—F. J. Lewis Mfg. Co. et al. vs. A. T. & S. F. et al. 


July 16—Pittsburgh, Pa.—Examiner McGehee. 

1 Pittsburgh & West Virginia Ry. Co. et al. vs. Pitts- 
burgh & Lake Erie R. R. Co. et al. 

10552 (Sub. No. 1)—Pittsburgh & West Virginia Ry. Co. et al. 
vs. Bessemer & Lake Erie R. R. et al. 

10552 (Sub. No. 2)—Pittsburgh & West Virginia Ry. Co. et al. 
vs. P. C. C. & St. L. R. R. Co. et al. 

10552 (Sub. No. 3)—Pittsburgh & West Virginia Ry. Co. et al. 
vs. Baltimore & Ohio R. R. et al. 


July 16—Portland, Ore.—Examiner Marshall: 
10664—Perishable freight investigation. 
15th Section Application 7738. 


July 16—San Francisco, Cal.—Commissioners Hall, Daniels and 
Eastman: 
10656—Crown Willamette Paper Co. vs. M. D. & S. et al. 
Argument if desired. 


July 16—Chicago, Ill—Commissioner Woolley: 
* 140660—Independence Home Oil Co. vs. Director General, the 
A. T. & S. F. Ry. Co. et al. 


Union 


9168—Memphis Freight Bureau et al. vs. St. L.-S. F. R. R. 
. et al. 
10593—Meridian Cellulose Co. et al. vs. Can. Pac. Ry. Co. 
et al. 


July 18—Kansas City, Mo.—Examiner Brown: 
10227—Electric Railway Mail Pay. 


—_~ 17—Memphis, Tenn.—Examiner Graham: 
Cc 
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July 18—Grand Forks, N. D.—Examiner Waters: 
ha x” Woes Bros. & Crum Co. vs. American Ry. Express Co. 
et al. 


July 19—Jackson, Tenn.—Examiner Graham: 

10601—Model Mill Co. vs. Mobile & Ohio et al. Such por- 
tions of fourth section application 2138 filed by Mobile & 
Ohio R. R. seeking authority to continue to charge for the 
transportation of wheat, C. L., from Cayce, Jordan & Mos- 
cow, Ky., to Trenton, Tenn., rates that are higher than 
those contemporaneously maintained on like traffic to 
Kenton, Tenn., and other intermediate points. 


July 21—Portland, Ore.—Commissioners Hall, Daniels and East- 

man: 

10448—Inland Empire Shippers’ League vs. Hines et al. 

10458—Commission of Public Docks of Portland et al. vs. 
Hines et al. 

10668—City of Warrenton vs. Walla Walla Valley Ry. et al. 

10698—Public Service Commission of Oregon vs. Ore.-Wash. 
R. R. and Nav. Co. et al. 


July 21—Chicago, Ill—Commissioner Myer: 
Ex-parte 67—Illinois Classification. 


July 21—Atlanta, Ga.—Examiner Gaddess: 
10469—Hudson Mule Co. vs. A. T. & S. F. et al. 


July 22—Dallas, Tex.—Examiner Brown: 
10227—Electric Railway Mail Pay. P 

July 23—Denver, Colo.—Examiner Marshall: 
10664—Perishable freight investigation. 
15th Section Application 7738. 

July 24—St. Louis, Mo.—Examiner Brown: 
10227—Electric Railway Mail Pay. 

July 24—Nashville, Tenn.—Examiner Gaddess: 
10436—Park Bros. vs. L. & N. et al. Portions of 4th sect. 

app. 1952 of L. & N. R. R. 

July 26—Cincinnati, Ohio—Examiner Brown: 

10227—Electric Railway Mail Pay. 


July 26—Memphis, Tenn.—Examiner Gaddess: 
10496—Meridian Traffic Bureau vs. Director General, the C. N. 
0. & T. FB. Ry. Co. et al. 


July 28—Seattle, Wash.—Commissioners Hall, Daniels and East- 
man: 
10698—Public Service Commission of Oregon vs. Ore.-Wash. 
R. R. and Nav. Co. et al. Argument if desired. 
10458—The Commission of Public Docks of the City of Port- 
land, Ore., vs. S. P. & S. Ry. et al. Argument if desired. 
10448—Inland Empire Shippers’ League vs. Ore.-Wash. R. R. 
and Nav. Co. et al. Argument if desired. 
July 28—Pittsburgh, Pa.—Examiner Brown: 
10227—Electric Railway Mail Pay. 
July 28—San Francisco, Calif.—Commissioners Hall, Daniels and 
Eastman: 
10040—U. M. Slater, Inc., et al. vs. Sou. Pac. et al. 
July 30—Chicago, Ill.—Examiner Marshall: 
10020—Wisconsin & Michigan Fruit and Vegetable Jobbers’ 
Assn. vs. Ahnapee & Western Ry. et al., in order that 
defendants may show substantially the cost of the service 
upon which they rely in justification of certain increased 
charges. 
10664—Perishable freight investigation. 
15th Section Application 7738. 
August 6—Colorado Springs, Colo.—Commissioner Hall: 
10648—The Gold Hunter Mining and Smelting Co. et al. vs. 
Nor. Pac. Portions of applications of Denver & Rio Grande 
and Northern Pacific railways on lead ores and concen- 
trates. Also 10648 (Sub. No. 1), Consolidated Interstate- 
Callahan Mining Co. et al. vs. N. P. et al. 
August 7—Colorado Springs, Colo.—Commissioner Hall: 
* 10723—The Colorado Fuel and Iron Co. vs. A. T. & S. F. et al. 
September 2—New York, N. Y.—Examiner Marshall: 
10664—Perishable freight investigation. 
15th Section Application 7738. 
September 11—Atlanta, Ga.—Examiner Marshall: 
10664—Perishable freight investigation. 
15th Section Application 7738. 
September 18—New Orleans, La.—Examiner Marshall: 
10664—Perishable freight investigation. 
15th Section Application 7738. 


ATTACK LADING BILL ORDER 


An attack on the Commission’s bill of lading order was 
made in the Federal Court in New York, July 3, by the 
Alaska Steamship Company, by railroads not under federal 
control, and by railroad corporations, the property of 
which is under control. It was in the form of an applica- 
tion for a preliminary injunction forbidding the enforce- 
ment of the order. The grounds of attack are that 
the Commission has not the power to prescribe a 
form of bills of lading or, if*it has, that it has exceedea 
its power in that it orders the railroads to do more than 
the law requires and forbids them to do things authorized 
by law. This is the first time an attack has been made 
on an attempt of the Commission to deal with bills of lad- 
ing. The petition is signed by sixteen lawyers, including 
the heads of the legal departments of several trunk lines, 
with George F. Brownell, of the Erie, apparently doing the 
leading. 
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OSITIONS N ED R PEN WANTED—COMPETENT RATE CLERK. Young man of 

good personal report, capable of doing general work in an in- 

erie traffic ee Village in b magae | New — 

GOOD TRAFFIC MEN ARE MORE THAN EVER IN DE- ermanent position. ve age, experience, references an 

MAND and THE TRAFFIC WORLD the logical medium, for salary. Traffic,’”’ care Traffic World, Chicago. 

getting e men an e positions in touch with one another WANTED—Position as Traffic Mana ‘ 

— ger or assistant, by mar- 

— — —. — cig mse na are as a ge F gong ried man, age 33, graduate of La Salle Extension University, 

poe Ay aa ts rs Penn on, 4 _ - Pdition oa aeaeees n- now employed in railroad office. Thoroughly familiar with clas- 

se al wo cents per word for each a on nsertion, sifications, tariffs, routes, claims and interstate commerce law. 
payable in advance. Answers to keyed advertisements for- References furnished. R. D. 334, Traffic World, Chicago 
warded free and all correspondence held in strict confidence. e Se . > Z 

THE TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. WANTED—High grade man, middle age, desires connection 

er with established commercial or industrial enterprise. Many 

MAN, GENERALLY EXPERIENCED, freight rate adjust- years railroad traffic departments and several with Interstate 

ments, tariff compilation, claims, ete., wants position. Good Commerce Commission, including service as examiner. Quali- 

knowledge present rate conditions. Results guaranteed by fied for most exacting traffic and commerce duties Good 

previous success. Recommendations, present and former em- executive. References. Address X 831, care of Traffic World 

ployers. Address ‘‘Ambitious,’’ Traffic World, Chicago. Colorado Bldg., Washington. 4 ° ? 


YOUNG MAN of 31, resident of Maine, desires position as 
industrial traffic manager or advanced position in large traffic 


department. Twelve years’ railroad experience supplemented 
by special training in interstate commerce and railway traffic. 
Have some knowledge of accountancy, in which study now 


engaged. Address Arthur H. Robinson, Farmington, Maine. 


TRAFFIC MAN wants bigger field; four years’ experience 
serving shippers’ important traffic bureau. Knows business and 
can deliver. Been through important rate litigation. Wants 


connection secretary or traffic manager trade or commercial 


organization. M. D. 54, Traffic World, Chicago. HAMMOND, IND. 


WANTED—Position as traffic manager or assistant. Exten- On Indiana Harbor Belt R. R. Co. 
sive railroad and commercial traffic experience. Age 33. X460, 


ee Storage - Pool Cars - Forwarding 


WANTED—Position traffic road man. Would consider repre- 
senting industrial company at any point. Prefer Toledo, Ohio. 
General Motors reference. Familiar with all terminals, having Distribution by Parcel Post and Express 


extensive acquaintance in same east of Mississippi River. . 
R. M. C. 14. Traffic World. Chicago. our specialty. 


COMPETENT RATE CLERK in Division Freight Office Use our service and escape Chicago congestion. 
desires good position with industrial concern. Ten years’ ex- Chicago rates apply. 
perience. Age 31. Married. Address Rate Clerk, Traffic 
World, Chicago. 


PORTLAND, OREGON 


Ship Us Your Pool Cars for Distribution in the Northwest 


Customs House Brokers FORWARDERS OF IMPORT, EXPORT Marine Insurance 
Pool Cars L. C. L. Freight AND DOMESTIC FREIGHT Traffic Managers 


OREGON-PACIFIC COMPANY 


me ee WILCOX BUILDING Japan, Chine ant Manila 


(ARB (BO STEEL CRATES--DECKS-—-BLOCKING 


Returnable so you can use over and over again. Three or four times use will pay 
for these Decks, and they can be used a hundred times. 


Carbo Patented System of Loading and Shipping Decks for Automobiles, Trucks and Tractors 


Our specialists and engineers are at your service. Write, giving particulars of your problem. 


CARBO STEEL PRODUCTS CO., 2600 W. 111th St., Morgan Park Sta., CHICAGO 


CHESAPEAKE & CURTIS BAY RAILROAD 


General Offices, BALTIMORE, MD. New York Offices, 90 West St., New York 
R. R. GOVIN, President, 90 West Street, New York. 3. & +. ~ a Assistant Freight and Traffie Manager, 90 West Street, 


R. D. UPHAM, First Vice-President, 90 West Street, New York. ew 
0. E. THURBER, Second Vice-President, 90 West Street, New York. J. gua BOYD, General Counsel, Builders’ Exchange Bidg., Baltimore, 


GEO. K. LOWELL, Third Vice-President, in charge of Operation and Traffic, 

West Street, New York. T. W. MALEY, General Auditor, 90 West Street, New York. 
way Me SI New York. C. W. KELLY, Assistant Auditor, 90 West Strest. New York, 
8. J. NATHAN, Freight and Traffic Manager, 0 West, Street, New York. J. P. CONNOR, "(yO YY agners Point, ore, 

HOMAS KEARNY, General Solleltor, 90 West Street, New 


EXTENDS FROM WAGNER’S POINT TO CURTIS BAY 


The Chesapeake & Curtis Bay Railroad Co., having its terminal at deep water, Baltimore, Md., is in a position to receive all foreign freight destined 


to interior ports and to take care of outgoing freight for foreign countries. ocated The terri covered 

This company maintains a high standard of a in the handling of shipments to and from Se nate eee 32>... the cooeney of we 
this railroad offers superior sites for the location of industries of every description. Firms, individ “a full information concerning available property will 
enterprises are invited to correspond ,ith Samuel J. Nathan, 90 West Street, New York City. Maps an a 
be promptly furnished. 

Mileage at present operated, 7 miles; additional under construction. 

Lighterage connection with all coastwise lines out of Baltimore for seaboard ports. 

Sionten = pte — oe ae ee teen ot Oh P CaecBBR to At 

CONNECTI treet ith ennsylvania Railroad via at ere ‘oint, C. zg Curtis Bay. 
-— to Curtis Bay. With the Baltimore < Ohio Sewall Branch é 


wT Oo ee He Ww cot 


with the Western Maryland via float to Wagner’s Point, C. & C. B. B. B. to 
Through connections via these routes to all points Bast, West, North and South. Industries located on our line have the advantage of 


ow 
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DIRECTORY OF TRANSFER AGENTS, FREIGHT FORWARDERS, WAREHOUSEMEN, 
CUSTOM HOUSE BROKERS, ETC. 


Spencer Transfer, North Carolina 


(Largest Freight Transfer Station In the South) 


For quick service to the Carolinas and upper Georgia 
consign pool cars to us for distribution. Through mer- 
chandise cars loaded out daily for this entire territory. 


Acme Transfer & Storage Co., Inc., of New York 


H. N. McEwen, Resident Manager. P. O. Salisbury, N. C. 


DECATUR, ILLINOIS 
“The Heart of Illinois” 


Gives quicker service by steam and electric lines 
to all Central Illinois. 


PARKE & SON CO. 


Members Am: ican Chain of Warehouses 
STORAGE ‘'TRANSFER FORWARDING 


Western Transfer and Storage Co. 


220 Dg 226 STANTON ST. 
FORW ER RS AND DISTR BUTO 
IBUTORS 
DISTRIBUTION CARS A SPECIALTY 


TWO WAREHOUSES ON TRACK 
The only FIREPROOF storage in El Paso 


Cut Rate Package Car Service from Seaboard Territory 


Gordon Fireproof Warehouse & Van Co. 


219-23 North 11th Street, OMAHA, NEB. 


6 Warehouses on Track—4 Sprinkled 


Insurance Rate, 20c. Trackage Space, Two Blocks 
General Transfer and Forwarding 


Buffalo Storage & Carting Co. 
350 Seneca St., Buffalo, N. Y. 
Storage, Transfer and Forwarding 
Warehouse on New York Central Tracks 


LINCOLN.NEBRASKA 
The Natural‘Hub for West of Missouri River Car Load Distribution 


Trains make upon 11 Main Lines 
5 Railroads and serve 41 Branch Lines 


Shippers’ Interests Conserved. Fireproof Warehouse 


STAR VAN & STORAGE C0., Lincoln, Nebraska 


OAKLAND CALIFORNIA sacramento 
POOL CAR SERVICE 


LAWRENCE | WAREHOUSE @ 


Tale mm Oletet ts) 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 


Teaming of Every Description—City Delivery Service 
and Carioad Distributors 


RESHIPPING WAREHOUSE 
F.W. HAGEN & CO. 1131 EAST 71TH STREET 


6 CarSwich =CHICAGO, ILL. co's, 1000 can 


Gran pant Gusting, in... So | South Chicago, Ill., Sta. : 
LC. or Nickel Plate Delivery Rng of Chgo. or BE. J. & E. Del’y 
—_ lS Private Car ~W. and Lake Michigan Dock Facilities 
Thru Transit and Chicago Protected 


t Rates P 
GENERAL ISB STORAGE, TRANSFERRING 


Carolina Storage & Distributing Co. 
Raleigh, North Carolina 


We store and distribute all classes of freight... Modern 
brick warehouse located on railroad tracks. Pool car 
distribution a specialty. Being centrally located, Raleigh 
is the most logical distributing point fog the Carolinas. 


GLOBE DELIVERY COMPANY 


LINCOLN, NEBRASKA 


Best Distribution Point in the West. 5 Warehouses 
Trackage Space, 7 Cars. Carload and Bulked Package 
Distribution. Use Globe Service for Your Merchandise 
Distribution. 


ST. JOSEPH TRANSFER CO. 
‘sPONY EXPRESS’? 
ST.. JOSEPH MISSOUR1 


MERCHANDISE STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 


CINCINNATI, OHIO 


Constagmenty of freight in carloads or less for Cincinnati 
d points beyond solicited, at reasonable rates. 


The om and placing of heavy machinery a s,ecialty. 


THE CINCINNATI TRANSFER CO. 


Correspondence Solicited. Established 1859. 


ROCHESTER, NEW YORK 


General Storage Forwarding Carload Distribution 


Excellent Segitttion for reshipping without cartage. Insur- 
ance rate 12 cents. Members of American Warehouse- 
men’s Association and American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 


CINCINNATI, OHIO jorth: South, East and West 
J. C. Buckles Transfer Co. 


SAVE THE DIFFERENCE 


Prevailing high fre 4° rates means greater difference be- 
tween carload and less carload rates than heretofore. 


Send us your ibutien to North, South, East and West 


Louisville Public Warehouse Co., Inc. 
LOUISVILLE, KY. 


Accumulators and Distributors of All Classes of Freight 
Have COMMERCIAL FREIGHT DEPOT Center 
of City, Storage, Traffic and Transportation Depts. 
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ACME STRAPPING IS THE BEST 


INSURANCE FOR THE SAFE DELIVERY 
OF YOUR PRODUCT TO MARKET 





RK. F 
anasialhi 7 —S a << — A HEN 
° All 
Nailless mati 
All 
Nailed : AZ New 
4 ew 
Light or a outs 
Heavy ae a a | One| 
wo . Six r 
Thre 
Singl 
! 
Vol. 
‘ 
ACME NAILLESS STRAP SYSTEM ACME DOT EMBOSSED NAILED STRAPPING \\ 
WRITE FOR SAMPLES NOW as t 
s ' 
ACME STEEL GOODS COMPANY, M’f’rs | | 
CHICAGO DETROIT CLEVELAND LOS ANGELES SEATTLE DENVER MONTREAL : rate 
NEW YORK ATLANTA NEW ORLEANS SAN FRANCISCO VANCOUVER, B. C. WINNIPEG, CAN. ers. 
ent 
of | 
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istre 
/ Ud VMU“Y ther 
CLAIMS, disputes and losses arise from old- | Y / cha 
fashioned, illegible hand-marking of your packages. : I 
Don’t tolerate it any longer. Mark your shipments with # it b 
big, plain, bold, readable stencil letters. It is faster, better, of 
costs less and far safer if the stencils are cut on 0 Ge: Con 
WA NE Zale i 
YE S Jag Ley L —_ 
C - f ; the 
sid - wot 
STEN Cl 4 MACH I N E Ideal Stencil Lettering can’t wash off no rub off. 7 _ 
No unclaimed packages to cost - at | 
° ou mone 
The Machine That Safeguards Your Shipments * . v7 = 
r que sior 
The IDEAL cuts paper stencils of your cus- 0 cau the 
tomers’ names and addresses—one each half minute— Belleville, Ill. HA 
each stencil good for thousands of markings. So Cokin iy, cou 
simple anybody can do the work. So accurate, y, guarding Your Ship- hea 
speedy and durable thousands of firms every- 7 — ——- 
where have adopted them. Let us send you y, - , out 
our booklet, “Safeguarding Your Ship- of ° 
ments,” sample stencils and particulars | 
of‘our demonstration offer. Mailthe aw 
coupon NOW. spe. 
I ~~ 
pro 
IDEAL STENCIL MACHINE COMPANY “ on ee A ical 


20 IDEAL BLOCK BELLEVILLE, ILL., U.S. A. ' : : iB , 
Sales Offices in Principal Cities Poses meek stat 





